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Dependable performance has built 
WHITE TRUCK LEADERSHIP 


xear after year The White Company continues 
to strengthen its position of leadership as a 
Manufacturer of high-grade motor trucks. The 

ability of the company together with its many 
years of experience as a truck and bus maker is 
a guarantee to the purchaser of White Trucks 


and Busses that his equipment is right and that 
his investment is protected. 

White dependability has led scores of electric 
railways to standardize on White Trucks. More 
than 1,000 White Busses are used by electric 
railways to supplement rail service. 


THE WHITE COMPANY 
Cleveland 
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The Modern, Light-Weight Electric Street Car 
The Hub of The Industry’s Service 


It is the only solutid for City Mass Transportation and Street Gonzeson Problems 


Pleased Increased | Enhanced Earnings 
Passengers Patronage and Dividends 


High Efficiency 


Safety Features -and Mass Transportation _ Improved Schedules 
Minimizing boarding capacity, operating in Mean more car 
or alighting accidents congested street traffic miles per hour 
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Comfort , | mt os Rapid 
and Convenience . : Acceleration 


EPRESENTING the experience of ope Ce aa 
Easy Entrance forty years operation by the electric Reliable 


Dre railway industry, joined with the : Operation 
and Exit : productive effort of America’s leading 


Low Floor manufacturing organizations, the modern 
light-weight electric street car stands on 
a foundation of proved usefulness. 


a Less Failures in 
: Service 


eae Its application on railway properties is Lower 
F lexibility based on known advantages and it holds ' - 
Single or Multiple forth no hidden possibilities of operating Operating Costs ; 3 
car operation deficits. One or Two-man 
It both pleases and attracts patronage. 7 a | Operation 


Westinghouse Motors and Control are a Ff 
Reduced necessary part of every modern light- _ he 


: weight car, ae 9 
Maintenance ons. 
Modern Motors and Westinghouse Electric & Manufacturing Company 


East Pittsburgh Pennsylvania 


Control : i . Sales Offices in All Principal Cities of 


the United States and Foreign Countries 
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This Year’s Exhibits 

Should Be of High Quality 

NLY 90,000 sq.ft. of space is available on Young’s 
Million Dollar Pier at Atlantic City for exhibit 
purposes. This will all be available for the October 
convention of the American Electric Railway Associa- 
‘tion. If the space assignment of last year is any cri- 
terion to go by, the whole 90,000 sq.ft. will be sold out 
on the initial allotment. The space rate will be 65 cents 
per square foot, the same as for the last two con- 
ventions. Moreover, there will be no exhibits this year 
by either the Master Car Builders or the National Elec- 
tric Light Association. Undoubtedly the committee in 
‘charge will be hard pressed to find sufficient space to 
accommodate all those who wish to show goods. 

With this prospect of space limitation in mind, each 
exhibitor should use care in selecting for display the 
t ings which will be of greatest value. In the past 
much attention has been given to samples, beautifully 
finished, but not having in any respect the same appear- 
ance as the actual parts as used. Most interest fre- 
uently has been given to old and worn specimens, par- 
icularly those which have been tested to failure. A 
complete life history attached gives the delegate a 
son in good and bad practices that few demonstrators 


While this suggestion is not applicable to all types 
equipment, it should be worthy of study by the ex- 
hibitor. Every exhibit of this sort that can tell its 
poy should be well worth while. 


entralized Transit Control 
Is Highly Essential 


RBAN transit must be centralized under one con- 
trol. This is the conclusion reached by Ross 
Schram, general manager at Detroit, and laid down by 
him as a policy to be adopted by the city if fares on 
the railway are to be kept down and a high riding 
habit maintained. It is all so self-evident that there 
would seem to be little need for pointing out the eco- 
nomic fallacies of any other scheme. 

Still the process of permitting competitive traffic 
0es on apace, not only at Detroit, but in many other 
ities. 
extent of the effect of this duplication of effort. Even 
n Detroit Mr. Schram has been able only to arrive at 
good approximation. In short, between 35,000,000 
md 40,000,000 passengers a year are being handled at 
Detroit at a fare of 10 cents or better on buses of one 
Kind or another. This is a menace to the Detroit 
Municipal Railway—not a grave menace, perhaps, but 
big handicap. Mr. Schram is seeking to convince the 
vouncil of the folly of permitting this condition to 
2 - His summary proves the great transporta- 
ion waste that is taking place under the present com- 
betitive system in Detroit. It would seem that a city 
perating its own system would be first to discover 


Not always is it possible accurately to gage the: 


this. Still it has been necessary for Mr. Schram to 
reiterate that in fixing future policy the rate of fare 
should be the starting and the finishing point. Central- 
ized and responsible transportation is the need every- 
where. There is no other way in which fares can be 
kept down. His statement to his own Council contains 
an eloquent plea applicable to private companies in other 
cities similarly situated with respect to competition. 


Some Worth-While Things 
the Railway Industry Overlooks 


OW often have we said of this or that man: 

“What great things he could achieve if he made 
full use of his powers; but the trouble is that he is 
content merely to exist or get by.” 

What applies to men may apply to groups of men or 
to industries as well. A case in point is afforded by 
contrasting the efforts of motor bus and of electric car 
operators to secure traffic. The motor bus is inferior 
in many respects to the electric car, but its operators 
are vigorous and have the ambition to please. The 
electric car has inherently finer qualities and. opportu- 
nities, but these are less frequently developed to maxi- , 
mum efficiency and attractiveness. 

Let us begin with propulsion, for example. A motor 
bus is propelled by intermittent explosions whose force 
is transmitted through an elaborate train of gears. 
Knowing this, the motor bus builders and operators 
keep ever on the watch for ways to smooth out these 
explosions by the multiplication of cylinders and by 
making improvements in noise-reducing schemes. A 
trolley car is propelled. by a continuous stream of power 


that can be shaded to the finest degree and its gearing 


can readily be kept noiseless. Yet are all electric rail- 
ways as keen as they might be on the subjects of 
resistor steps and gear teeth and lubrication? 

Next consider heating and ventilation. The motor 
bus operator figures all the possible ways of distribut- 
ing the heat from the exhaust to secure some uni- 
formity of warmth, but how could he compete in that 
respect with electric heating through numerous small- 
capacity units with thermostatic control if the electric 
operator chose to give up the coal stove or the old- 
fashioned large-capacity electric heaters? As for 
ventilation—the best buses are not free from some 
reminder of gasoline or oil, but how many electric cars 
are fitted with the best available devices in ventilation 
—not to mention blowers or fans? 

In the motor bus, entrance and exit facilities are 
far inferior to those of the trolley car, one reason being 
the greater difficulty of using power-operated doors and 
steps. Yet there are left plenty of trolleys which leave 
to the brawn of the car operator something that could 
be better done with the unlimited power supply in the 
trolley wire. 

Almost everywhere, the electric car is free from the 
wheel housings and the over-all width restrictions that 
shackle the bus, but this does not mean that electric car 
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opérators invariably plan aisle and seat widths that 
make for comfort. The fault with many cars is that 
too many seats are crowded into a given area, so that 
ample knee room or easy seating for a pair of riders 
on one cross-seat is not provided. A bus man may be 
compelled to cause discomfort with wheel housings, but 
is any electric railway forced to place sand boxes, door 
engines or other things in places where they will annoy 
the patron? 

But perhaps of all failures to exploit electric rail- 
way advantages, seat design is the worst. The operator 
of a bus knows that his vehicle would be far from 
enjoyable if he did not cushion the vehicle on air tires 
and the passenger on soft upholstery. The operators of 
many electric cars running on a bumpless private rail- 
way seem to think that a slat or shaped wooden seat 


is good enough, overlooking the fact that the soft 


upholstery that makes the bouncing bus endurable is the 
very thing that would make the smoother-running trolley 
truly enjoyable. 


A Constructive Force 
in American Business 


EDICATION of the new home of the Chamber of 

Commerce of the United States, which was done 
with fitting ceremony, was one of the impressive fea- 
tures at the annual meeting of the chamber held last 
week in Washington. This organization now has at- 
tained the goal announced at its formation thirteen 
years ago. That was to create an organization which 
would crystallize the thinking of American business 
men so that, always keeping in mind the public interest, 
it would present the views of business to the public 
at large, to officials of the government and to legislative 
bodies. 

This work has been done so well that the chamber 
has received the commendation of each President of 
the United States since its formation, as well as that 
of Cabinet officers and leading members of both houses 
of Congress. That the people’s interest has always 
been the guiding policy of the chamber was the opinion 
quite fittingly expressed by Chief Justice Taft at the 
dedication. It was during his administration as Presi- 
dent and with his approval and urging that the chamber 
was established. Taken together, said the Chief Jus- 
tice, its members have no selfish or other aim, narrow 
or contracted, that blinds them to the general good. 
They are not men of one idea. As much as any one set 
of men, they have the spirit of good will to all elements 
of our society. 

The value of the chamber should not be overlooked 
by those in the transportation business, particularly 
electric railway men. That its department of transpor- 
tation and communication is concerned with problems 
that are of vital interest to thé industry was evidenced 
by the meeting of that group. High among the officers 
of the chamber are men prominent in the electric rail- 
way and utility fields. 

It behooves those who have the best interests of the 
country and of their communities at heart to see to it 
that the thinking of the chamber is conducted along 
sane and constructive lines. With this done, its influ- 
ence in molding public opinion, both nationally and 
locally, cannot fail to be of great help in preventing 
wild and impractical ideas from dominating the vari- 
ous governing bodies. On the other hand, the chamber 
can be of immense value to electric railway executives 
in bringing before them the combined sentiment of the 
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thinking men in the nation. It can show them trends 
of thought and action. Correct interpretation of this 
can be made to yield great dividends in preventing 
costly errors of judgment on the part of the executives. 
The value of this is so great that it cannot be over- 
looked without serious loss. 


Prospects at Denver 
Appear Good 

UST four years and a half ago the Denver Tramway 

was placed in the hands of Ernest Stenger as receiver. 
A plan of reorganization has been agreed upon and the 
receivership is about to be terminated. Not all the 
phases of the effort made to restore this system to its 
proper place can be covered in comment, but certain 
matters are of both practical and academic interest. — 
The court’s valuation of $23,514,769 for thé lines within | 
the city is less than the amount sought by the company, — 
but it is greatly in excess of the bonds that will be out- 
standing after the new plan has been put into effect. 

Underlying bonds to the amount of $4,635,000 will 
remain undisturbed in the reorganization. There has 
been no default on them. Funded debt will, however, i 
be reduced from $17,421,700 to $11,078,350, with an 
adjustment of $3,953,337 arrears of interest, a total 
reduction of $10,296,687. Holders of bonds other than | 
those undisturbed will receive one-half in new bonds 
and one-half in preferred stock, with preferred stock for 
all of the unpaid bond interest. The amount of the 
preferred stock will be $10,318,145. This preferred) 
stock will be cumulative only to the extent of 5 per; 
cent at all times, and the remaining 2 per cent is to be 
cumulative only when earned in any year but not paid. | 
There will be 61,250 shares of no par common. 

Annual charges will be reduced from $953,015 to 
$580,849 and annual sinking fund charges from $332,911 — 
to $114,483. Of the bonds undisturbed 50 per cent — 
mature in 1927, but a new mortagage will provide the 
means with which to pay or refund these issues. Cash — 
in the hands of the receivers and payments required by 
stockholders will leave the company a balance of about 
$750,000 after payment of the expenses of the receiver- 
ship. On the basis of an average net income of $1, 2057} 
767 for three years and total interest charges of $580,- 
848 there will be available for sinking fund am | 
dividends $714,920. Preferred stock dividends at 5 ne 
cent will require only $523,407. 

On the economic side of the matter, certain phages 
of the litigation between the city and the company aré 
still before the courts on appeal of the city. The mos! 
important of these, perhaps, is the question of the dura 
tion of the franchise with its 5-cent fare provision. Thi 
master fixed a 74 per cent return on the valuation foun 
by him and held that the 6-cent fare sought to be en 
forced by the city was confiscatory. Long before thi 
finding was handed down the court entered an inter 
locutory decree authorizing the receiver to charge nd 
more than 8 cents for adults, with a 73-cent ticket rate 
The receiver has operated on this fare basis. Under ~ 
he has been able to put $2,750,000 back into the proy 
erty out of earnings—an amount almost identical wi 
the interest which has been defaulted on $12,883,85) 
par value, of bonds and notes. As for the franchise, 
lower courts have held that the grants of 1885 and 188 
covering most of the lines are perpetual but that tl 

rates sought to be imposed under them are confiscator) 
Judged from both its financial and economic sides t 
outlook at Denver appears to be auspicious. 
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Preparing Transportation Department 


Payrolls by Machine 


On the Boston Elevated Railway Time Cards Are Stamped by Automatic 
Addressographs at a Rate of 6,000 per Hour—Duplex Adding Machines 
Total Daily Figures and Transfer the Sum to Weekly Payrolls—Clerical : 
Force Engaged on This Work Has Been Reduced and Errors Eliminated 


9 
reparing Payrolls by Means of Automatic Addressograph and Duplex Adding Machines in the Office or the Boston Elevated Rauway. 
Stencils Are Stored in the Filing Cases at the Right 


unusual extent by the Boston Elevated Railway to 
perform automatically many of the operations of 
naking up payrolls for transportation department em- 
jloyees. As a result of the adoption of this system the 
nen receive their pay several days sooner after the com- 
letion of the week’s work than formerly was the case 
nd the number of mistakes occurring in the prepara- 
ion of payrolls has been reduced to a marked extent. 
“he clerical force employed in the payroll department 
las been cut down from 40 to 27 and these employees 
‘ow work five and one-half days a week instead of 
even. 
Adoption of the present method of preparing payrolls 
3 the outgrowth of.a series of events beginning in 1912. 
*rior to the organization of the trainmen’s union in 
hat year transportation department employees were 
aid a daily rate. After unionization a change was 
fade to an hourly rate. The bureau of audit then 
rranged forms to be used under the new system. 
Methods of using these forms, however, differed 
midely on the various divisions of the property. In 
914 the work of standardizing the preparation of pay- 
oll forms was undertaken. This progressed slowly on 
¢count of the many minor variations in practice at the 
ifferent carhouses. Completion of this work required 
bout two years and was scarcely accomplished before 
he time came for renewal of the agreement between 
he railway and the union. Negotiations to this end 
ere begun in May, 1916, but were not concluded until 
ugust of that year. At that time additional changes 
vere made in connection with wages of trainmen and 


| ABOR-SAVING machinery has been adopted to an 


this necessitated alteration in the method of making 
up payrolls. 

Representatives of the company, of whom E. H. 
Chandler, now supervisor of payrolls, was one, made 
an extended trip across the continent to study the 
methods employed by different railways in making up 
payrolls. Twenty-seven properties were visited. Be- 
cause conditions in Boston differed somewhat from those 
found elsewhere, certain modifications of the methods 
in vogue on other railways seemed desirable. A con- 
ference was called by J. H. Moran, general auditor, and 
the problem thoroughly discussed. As a result of this 
conference the present plan was adopted in 1917 and 
no changes of any importance have been made to it 
since that time. 

The cornerstone of the system of preparing payrolls 
is naturally the time-table. In Boston all runs from a 
single carhouse are listed on the same time-table. Crews 
operate cars on more than one line during the course 
of a day’s work when schedule making requires such 
an arrangement. The type of time-table used is shown 
in an accompanying illustration. From this it will be 
seen that crews which operate cars on route No. 1047 
throughout most of the day make occasional trips on 
route No. 1070. By this means it is possible to regulate 
the number of cars in service to the traffic demands at 
any particular hour and also to arrange the day’s work 
in accordance with the agreement with the men. Eight 
hours is the regular length of a run, 60 per cent of 
which must finish within eleven hours and the remain- 
ing 40 per cent within fourteen hours. 

Prior to 1920 time-tables were so made up that there 
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Opereting Scheduled Rass 
Allowances Coadactors aad Motormen 
‘Additional Service 


Cover Time 


Special Care 
TOTAL COST OF PASSENGER SERVICE 


BOSTON ELEVATED RAILWAY 


WORK a OF COVER MEN 


PERIODS AND KIND OF Wonk 


__ 
Tonreamn Fi Sc peel ee RE ee 


Wage of Learners 
Time ot Supt'a Office, or other reports 


TOTAL ACCOUNT 64 


Freight Car Service 
News Car Service 


TOTAL ACCOUNT 6S 


, at Car Houses and Station Becsivero 


Station Master 
Starters, lospectore and Supervicors 


Traffic Cheeking 
Trafic Aid 


Switchman or Crovsing Tender 
Flagging Care 


Trail-car Couplers 


Indicator Operators 


Warder 
Jonitore 


Telephone Operator 


Wreckiog Car Service 

Shifting Care in Divisions 
Testing Care 

Paymente for Accident Reports 
‘Albany St. Shope 

Everett Car Shops 


Treasury Dept. 
Claim Dept. or Court 
Maisteaance of Way 


Wire and Conduite Dept. | 


oe Se | 


MEHEGAN J. 


Picking Ri 
Traavferring Forciga Care »>SUNDAYe 


piso BD™ 520-1 
pap EXCUSEO ME 


os 
eee 


100 mais 
“ Jo bereoe ee 
: : Te 


Nowe Care 
LYONS Wo a J. 


Perm s6uy7-24-107 


BOSTON ELEVATED RAILWAY 
CECA RMENT Div. FOUR EVERETT 649 
PAYROLL OF CONDUCTORS 


AUDITOR'S No... Time Is Saved and 


: Accuracy Promoted 
APRIL 17,1925 
WEEK ENDING... °° 2718 by RH Avine: (Dhees 


PAYMASTER ones Forms Filled Out 


as Far as Possible 
by Machine 


Fores s6p525-10m <i I00 


BOSTON ELEVATED RAILWAY 


RUN GuIDE DIVISION FOUR EVERETT (643) IN EFFECT. 


Change of Time —New Time Table No’s. Weekday... wo Saturday 2 Sunday. coun Holiday 


Repicking of Same Time Table No's. tonsa sary = 4 Holiday 


Form 6358-7-24-20m 


State authority for all names added, 
changes in occupation or rate and if pre- 
viously employed state when and where. 
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jere a large number of extra men who received a 
}inimum daily wage. In 1920, however, “additional” 
1ims not counted in the percentages mentioned above 
. ere created, with short morning and night pieces and 
‘over time’’ between. Besides these ‘additional’? runs 
/iere are still certain extra or “cover’’ men who receive 
minimum eight-hour daily wage, but their number is 
uch less than before. Time-tables are prepared sub- 
oct to these conditions and the total time of motormen 
‘ad conductors is listed in the manner shown, 

An addressograph stencil is then prepared showing 
1 the first line the employee’s badge number, his name 
nd his rate of pay. The latter item depends upon 
mgth of service. The second and third lines show the 
‘me on and off as well as the total hours and minutes 
pread time. This information is stamped by an auto- 
jatic addressograph machine on a card of the type 
hown in an accompanying illustration. A card of this 
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weexoAy TIME TABLE NO.__/03__ 


ROUTE /035 
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_In preparing the payroll sheets the same stencils are 
used as for making out the daily time cards except that 
a guard is slipped over the lower portion of each stencil, 
and the time on and time off is, therefore, not printed. 
Stamping of the daily cards is done at the rate of 
6,000 per hour. As there are some 4,000 platform men 
and 1,000 station and other miscellaneous transportation 
employees 35,000 cards per week are used. 

Three stencils are used for each man, one for week- 
days, one for Saturdays and one for Sundays. These 
are stored in filing cases, as shown in the accompanying 
illustration of the room where the preparation of the 
cards is done. The labor turnover on the Boston Ele- 
vated Railway, however, is comparatively small, being 
only 4 per cent in 1924, and the stencils are useful for 
a considerable time. According to agreement with the 


union, however, runs are picked every three months and 
that usually necessitates the preparation of a new sten- 
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Typical Time-Table Used by the Boston Elevated Railway 


ype is prepared for every man every day and sent to 
he carhouse in advance of the date required. Saturday 
ind Sunday schedules differ materially from weekday 
chedules and separate addressograph stencils are pre- 
ared for them. No cards are prepared in advance for 
lolidays because the amount of service to be operated 
annot be foretold accurately in advance, depending as 
t does almost entirely upon the weather. 

Space is provided on the daily time card for notations 
oncerning any changes from the regular routine of 
york. If no such change occurs, however, the time clerk 
tt the carhouse needs only to initial the card as being 
orrect. Every morning the cards for the previous 
lay are sent in to the payroll office. No addressograph 
tencils are used for the cover men because the char- 
eter of their work and their hours vary so greatly 
tom day to day. To aid the payroll department in 
‘iving proper time credit the carhouse makes up a sheet 
isting the work of cover men. 

Duplex adding machines are used to sum up hours 
nd pay shown on the seven daily cards which represent 
_week’s work. The tape of the adding machine is 
etained in the office as a permanent record and the 
otal is transferred to the weekly payroll. For this 
urpose a form is used as shown in an accompanying 
ustration. 


- Moreover, schedules are frequently changed in be- 
This also may neces- 


ceil. 
tween the dates of picking runs. 
sitate changes in the stencils. 

When a new time-table goes into effect each carhouse 
prepares and sends in to the payroll department a form 
known as a run guide, showing the number of the run 
which each man has picked for weekdays, Saturdays, 
Sundays and holidays. In addition to this a report is 
made each week showing the additional names placed 
on the payroll, changes in classification, rate of wages, 
etc., or the names of employees dropped from the 
payroll. 

Despite the large number of calculations required in 
the preparation of payrolls very few errors are made. 
There are three calculations per card and more than 
100,000 calculations per week. Mistakes, however, aver- 
age only about. 75 for each weekly payroll. From the 
payroll office the cards go to the auditor’s office and are 
there checked up. Only about five mistakes per week 
escape detection by the bureau of audit. 

A somewhat serious problem is created by the rapid- 
ity with which these cards accumulate. It is the prac- 
tice to keep the cards for seven years. Those for the 
preceding three or four weeks are kept on hand in the 
payroll office and after that time they are sent to the 
storeroom, where they remain available if needed. 
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Telephone Dispatching on 
Shore Line Railway 


A Duplicate Train Order Is Carried Under a Clip 
on the Vestibule Window Post in 
Full View of the Operator 


HEN the New Haven & Shore Line Railway was 

rehabilitated in 1923 and operation was resumed 
under the present management after a four-year ces- 
sation, there were no signals on the property, its pred- 
ecessor company having preferred to use telephone 
dispatching. Not wishing to make a large outlay to 
install signal equipment the new management decided 
to continue the 
telephone dis- 
patching system, Date 
but several im- Ne 
portant changes 
have been made At =a = +2 Se 
in it. This rail- 
Way operates a 
34-mile single- 
track line be- 
tween New Ha- 
ven and Say- 
brook. The run 
is made in two 
hours, and as the 
headway is one 
hour under nor- 
mal conditions 
there are four 
cars on the road. 


DESPATCHING ORDER 
To!Operator, Car No 


Direction going —...__.__. 


Order: rece}ved as eecaeeeeer sees 


Despatchiere eee eee 
Bb Ceri gl ee SOME 


Operator a a 


Dispatching Order Form Used by 
Shore Line Railway 


Dispatching Orders Are Attached to the Front Vestibule Window 
Post Directly in Front of the Operator 


Fourteen turnouts are located along the line averaging 
about 23 miles apart. The schedule calls for positive 
meets at Guilford, the mid-point of the line, and at turn- 
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outs between that point and the two ends of the line. 
Headquarters of the railway are now located at Guil- 
ford instead of at Saybrook as was the case formerly. 
All turnouts are connected by telephone with the dis- 
patcher’s office at Guilford. When cars are on time no 
calls are made excepting when the day operator is 
relieved. It is a standing order that relief operators 
report to the despatcher before commencing their runs. 
In case of trouble they telephone from the nearest 
instrument. 

A daily dispatcher’s report of the kind shown in an 
accompanying illustration is used. Each telephone 
booth is equipped with a pad of dispatching orders 
which are written out by the operator when he receives 
his instructions from the dispatcher. The wording of 


_ the dispatching order follows the wording of the dis- 


patcher’s report, which is written during the telephone 
conversation. 

Duplicating pads are used at the telephone stations. 
The original order is then slipped under a clip on the — 
left-hand front vestibule window post where it is 
directly in front of the operator until executed. A pink 
carbon copy is dropped into a locked box in the telephone | 
booth. Under this arrangement the dispatcher’s report, 
the operator’s order and the carbon copy should agree 
in every detail. In case of any confusion as to the | 
meaning of orders it is possible accurately to trace the 
responsibility. 


Trainmen Talk Safety to Passengers | 


AFETY EDUCATION WEEK was observed in 
Nashville, Tenn., from May 3 to 9. The Nashville | 
Railway & Light Company, feeling it to be the coms | 
pany’s civic duty to assist in this movement and also 
recognizing the opportunity afforded to further good will | 
and bring about a closer friendly relationship with its f 
patrons, trained seven car operators to deliver four- 
minute talks on its cars. 
The training of the platform employees extended over | 
a period of ten days previous to the opening of Safety — 
Education Week. On Monday morning, May 4, ie, 
operators boarded cars during the rush hours from 6 to) 
9 a.m. and 3 to 6 p.m., and delivered the talks from the | 
front platform. The talks were so scheduled during 
the week that a speaker addressed the passengers on. 
every car operated during the peak periods of riding, 
in the morning and afternoon. | 
The Nashville Railway & Light Company operates a, 
maximum of 146 cars and transports approximately 
35,000 passengers during the rush-hour period. By 
dividing the system into divisions, the speakers 
boarded cars on four routes during the morning rush, 
hours and on four other routes during the evening rush: 
hours each day. In this way, practically every patron 
was reached by at least one talk during the week. 
Speakers on practically every car were applauded and) 
many passengers shook’ hands with the speakers and 
complimented them at the close of their addresses; 
Favorable newspaper comment was also received. 
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Three Motive-Power Units Are Coupled Together Semi-Permanently to Form the Largest Locomotive in the World 


Economies Expected 
from Electrification of Virginian Railway 


Largest Locomotives in the World, Equipped with Split-Phase, Constant-Speed Electric 


, Motors, Will Haul Heavy Coal Trains Over Severe Mountain Grades—Automatic Renegera- 


tion Is Provided—Electric Operation on 133 Route-Miles Will Be Inaugurated This Year 


LECTRIFICATION of the Virginian Railway 

from Mullens, W. Va., to Roanoke, Va., is 
y progressing steadily and it is expected that elec- 
tric operation of this section will be inaugurated before 
the end of 1925. About 133 route-miles or some 213 
track-miles will be included in the undertaking, the 
cost of which will be about $15,000,000 as outlined in 
ELECTRIC RAILWAY JOURNAL for May 5, 1923, page 777. 
Substitution of powerful electric locomotives in place 
of the present steam locomotives is expected to result in 
important operating economies. 

‘The Virginian Railway was built for the sole purpose 
f moving coal from the New River and Pocahontas 
jelds to tidewater at Norfolk. Heavy rolling stock and 
ong trains have always been characteristic of its opera- 
jon. The part of the road which is being electrified 
las offered particularly difficult operating problems 
ecause of the heavy grades. East of Roanoke the 
yrades are easy and the movement of trains on this part 
Mf the road has never presented serious difficulties. 

Nearly all of the Virginian coal tonnage originates 
vest of Elmore. At present, trains of approximately 
500 gross trailing tons are made up in the yard 
tween Mullens and Elmore and are moved up the 
2 per cent grade between Elmore and Clark’s Gap by 
neans of a road engine and two pushers. The combined 
veizht of the locomotives in this train, including their 
enders, is approximately 1,270 tons, and their com- 
ined tractive effort rating is 409,400 lb. From Clark’s 
rap the 5,500-ton train is taken into Princeton with the 
ingle road engine. Princeton is a terminal point under 
team operation and trains of 8,000 trailing tons are 
perated from there to Roanoke with one road engine, 
Wo switchers to start out of the yard and a pusher up 
he grade between Whitehorne and Merrimac. 


Under electric operation coal trains will be made up 
in the Mullens-Elmore yard with an electric road en- 
gine at the head end of the train and a similar pusher 
at the rear end. These will handle 6,000 gross tons 
from Elmore to Clark’s Gap. The speed will be 14 
m.p.h., which is at least double that obtained at present 
with steam. At Clark’s Gap the train will be increased 
50 per cent to 9,000 tons, and one electric locomotive 
will take it from there to Roanoke. It will not be 
necessary to use pushers out of Princeton nor up the 
Whitehorne grade. 

Westbound trains will consist almost entirely of empty 
coal cars and will be handled with one road locomotive 
at a speed of 28 m.p.h. except from Fagg to Merrimac, 


SPECIFICATIONS OF VIRGINIAN LOCOMOTIVE UNIT 
TOtale Were nt « OLaUINGr meats te. tie see cal acs siecle pe sere care onerels, © 425,300 Ib. 
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4. 
31,500 Ib., 28.3 m.p.h. 
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26,250 Ib., 28. c m.p.h. 


Speed—hourly rating 
Tractive effort—continuous-rating 
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Voitage and type of contact line............ 11.000 or 22,000-volt, 
single-phase ‘overhead 
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Typical 11,000-Volt, Single-Phase Overhead Line Construction 


from Kellysville to Princeton, and from Rock to Elmore. 
The weight of these trains will be about 2,800 tons. 

To haul these heavy trains over the severe mountain 
grades the largest locomotives in the world will be used. 
Each of these consists of three semi-permanently 
coupled motive-power units. Thirty-six units, or twelve 
complete locomotives, are being built by the Westing- 
house Electric & Manufacturing Company. These are 
of the split-phase constant-speed type. Current is taken 
from the 11,000-volt overhead wire through a panto- 
graph to the main transformer. Single-phase power is 
changed into three-phase power by the main trans- 
former and a rotating phase converter, whence it is fed 
to the motors. The latter are induction motors ar- 
ranged for two comparatively constant running speeds 
of 14 and 28 m.p.h. 

Acceleration to the running speeds is obtained by 
varying the resistance in the secondary circuit of the 
motors, a liquid rheostat being provided for this pur- 
pose. The amount of resistance is determined by the 
height of the electrolyte in the rheostat, and this is 
directly controlled by the engineman through the mas- 
ter controller. The master controller essentially con- 
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sists of two parts, a speed drum for changing the motor | 


connections to secure the desired running speed, and an 
acceleration drum. An auxiliary controller is provided 
in which are placed switches for operating the panto- 
graph, buttons for independent operation of the dif- 
ferent rheostats, and a button for tripping the circuit 
breakers. 

An interesting feature of these locomotives is the oil- 
insulated, force-cooled transformer. 


Oil is continuously 


circulated through a special radiator by a motor-driven — 


centrifugal pump, and air for the radiator is supplied 
by a blower driven by the same motor which drives the 
pump. By using this type of transformer, the advan- 
tages of the oil-insulated transformer are secured with- 
out the space required by the self-cooled type. 

The locomotives are automatically regenerative. 


“When descending a grade of such degree that the net 


tractive effort becomes negative, the motors become 
generators and return power to the line. Thus, it is 
necessary to use the air brakes only to bring the train 
to a complete stop. This results in no inconsiderable 
saving in brakeshoes and brake rigging maintenance. 

While the motive-power units will at first normally 
be used in groups of three as road locomotives, the 
control, which is of the electro-pneumatic type, is ar- 
ranged to permit the operation of four cabs together. 
Thus future traffic conditions are amply provided for, 
both from the standpoint of power supply and locomo- 
tive capacity. 

Each motive power unit has the Mikado or 2-8-2 
wheel arrangement, the weight per cab being approxi- 
mately 425,000 lb., so that the weight of the three-cab 
road engine is 637.5 tons. 


Each driving motor has | 


mounted at each end of the shaft a pinion which meshes | 


with a flexible gear, and the gears are mounted on a 


jack shaft, the power being transmitted from the gear j 


centers to the drive wheels by means of side rods. 
Maximum tractive effort of each motive-power unit 

as limited by electrical capacity is 92,500 lb., which 

occurs at an adhesion slightly under 30 per cent. At 


the conservative starting adhesion of 25 per cent the | 


tractive effort is approximately 77,000 lb. per unit or © 
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greater than the simple rating. The continuous tractive 
effort of the three-cab locomotive is 135,000 lb. at 14.2 
m.p.h. and 78,800 at 28.4 m.p.h. 

Power for the electrification will be supplied from a 
power plant being constructed at Narrows, Va. From 
this new station power will be fed both ways on 88,000- 
volt transmission lines and from these lines to the 
overhead catenary system by means of transformer sta- 
tions located along the right-of-way. To provide for the 
application of greater power to trains with growth of 


traffic the transformer stations, trolley line, and loco- - 


motives have been designed for a voltage of either 
11,000 or 22,000. 

The principal savings due to electrification will be 
reduced maintenance of equipment costs and the trans- 
portation expense. A considerable reduction in each of 
these accounts is expected. The cost of maintaining 
steam locomotives, of the type used by the Virginian, 
is heavy on account of expensive boiler and firebox re- 
pairs which cannot be avoided. Electric locomotives 
have no similar inherent maintenance expense. 

Costs of electric energy for the trains will be less 
than the cost of coal for steam locomotives. This is 
due to the more efficient burning of the coal in the 
power house and to the absence of large standby losses, 
which are of necessity a part of steam locomotive opera- 
tion. This reduction in energy cost, however, is offset 
by the maintenance and depreciation of the transmis- 
sion and distribution system. 


Using Sign Lights to Illuminate Fare Box 


OME of the cars used by the New York & Harlem 

Railroad, New York, N. Y., are arranged for either 
one-man or two-man operation. When used on one-man 
cars the fare box is located against the front end just 
to the right of the entrance. An illuminated sign is 
displayed in the lower right-hand window. In one-man 
operation the sign reads “Front Entrance,” and when 
operated by two men the sign is changed to “Enter at 
the Rear.” 

By locating the fare box near this illuminated sign 
the same lamp that is used for the sign lighting illumi- 
nates the fare box. A slot has been cut in the box 
which incloses the sign, and the fare box is installed so 


An Illuminated Sign Is Used in the Lower Right-Hand Window 
to Indicate that Entrance Is at the Front 


that the lower edge of the top is just above this slot. 
The light from the lamp in the sign box passes through 
the opening and illuminates the change tray in the fare | 
box. An accompanying illustration shows the hole in 
the sign box and the fare box in position. 


The Chicago Surface Lines, Chicago, Ill., adopted a 
new and distinctive headgear for supervisors to in- 
crease their utility to the public. Flare caps, re- 
sembling those of the traffic policemen alongside whom 
they work, have replaced the regulation company hats. 
A big number shield like that worn by members of the 
police department spreads across the front. The super- 
visors have become noticeable figures with a big part 
to play in expediting loading and offering solicitous 
attention to patrons. 


At Left, a Slot at the Bottom of the Box for the Illuminated Sign Permits Light to Pass Through to Uluminate the Fare Box. 
; At Right, Fare Box in Position Illuminated from Lamp in Sign Box 
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Interline Freight Traffic 
Development 


Overnight Delivery Is Made to All Points Between 
Springfield and Boston—Motor Trucks Are 
Used for Pick Up and Delivery 


REIGHT business has been developed by the Boston 

& Worcester Street Railway until the revenue from 
this source now forms a substantial part of the gross. 
Through rates have been established from Lowell, 
Lawrence and Boston on the east to all points on the 
Boston and Worcester lines as well as to Springfield, 
Holyoke and Northampton on the west. Participating 
in this joint service are the Worcester Consolidated 
Street Railway, the Springfield Street Railway, the 
Fitchburg & Leominster Street Railway, the Holyoke 
Street Railway and the Northampton Street Railway. 

It was not until 19138 that freight service was 
inaugurated by the Boston & Worcester, although pas- 
senger service had been established several years before. 
At the beginning only four cars were used, whereas 
the railway now has 22 freight cars of its own and 
the cars of other carriers are used also to some extent 
in interchange service. 

Rolling stock consists of fourteen motor cars and 


TABLE OF CLASS RATES FROM BOSTON IN 
CENTS PER 100 LB. 


Rate , Classes 
Reference Rule Rule 
Number 1 2 3 4 5 6 25 26 
6 45 37 32 25 20 20 32 26 
7 50 41 33 25 20 20 36 27 
8 50 43 34 25 20 20 36 ¢ 27 
) 50 43 36 27 23 23 37 29 
10 51 44 36 27 23 23 39 29 
11 53 44 36 27 24 24 39 29 
12 54 46 36 27 25 25 39 29 
13 56 47 37 28 25 25 40 30 
14 56 47 37 29 25 25 41 30 
15 57 49 38 29 25 25 41 31 
16 58 49 39 29 25 25 42 31 
17 58 50 39 29 28 28 42 31 
18 59 50 40 30 28 28 43 32 
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Area of Central and Eastern Massachusetts Covered by Interline Freight Service 


eight trailers. These are 45 ft. long and are equipped 
with automatic air brakes and Brill arch-bar freight 
trucks. The motor cars have multiple-unit control. 
Two-car freight trains are operated. 

Freight stations are maintained in all important 
towns between Boston and Worcester. Cars leave Bos- 
ton at noon for Framingham, Southboro, Marlboro, 
Hudson and Worcester. Other cars leave at 6 p.m. for 
those points and also for Wellesley Hills, Natick, Fay- 
ville, Westboro and Shrewsbury. Eastbound cars leave 
Worcester at 2 p.m. and at 5 p.m. Possession of a 


QLawrence 


‘So.Framingham 


Two-Car Freight Trains of This Type Are Operated by the Boston 
& Worcester in Conjunction with Five Other Electric 
Railways in Massachusetts 


double-track line all the way from Boston to Worcester 


makes it possible to operate freight service independ- - 


ently of the passenger schedule. Motor trucks operate 
out of Boston to serve Lowell and Lawrence. 
Shipments from points on the Boston & Worcester 
lines are accepted only to points within the state of 
Massachusetts and vice versa. Freight received at the 
terminal in Boston at 5:30 p.m. is delivered to all points 
on the lines of the company and also in Springfield by 
7 a.m. In Holyoke and Northampton delivery is made 
before 10 a.m. Two general methods are followed in 
making shipments, station to station and pick-up and 
delivery. An arrangement has been made with local truck- 
ing companies to assist with the latter class of business. 
Charges are based on the kind of material handled 
and on the distance. A minimum charge of 50 cents is 
made. The general scheme followed is shown in the 
accompanying table. Rate reference numbers refer to 
the zone in which the point of delivery is located and 
class numbers to the character of the material. 
Westbound from Boston the railway has an average 
of 25 carloads of freight per day. Miscellaneous local 
freight constitutes the bulk of the business. Some 
carload lots of barreled sugar are carried. Shoes are 
shipped in large quantities from the manufacturing 
towns of Marlboro and Hudson. Much leather is also 
carried inbound to those towns. It is 
the practice also to spot cars for local 
express companies, the latter loading 
and sealing the cars. Eastbound the 
traffic is somewhat lighter than west- 
bound. 
Freight traffic on the Boston & 
Worcester increased every year from 


QO > 
SA decline occurred due to the general 


business depression in this district. 
Now, however, the traffic shows signs 
of picking up again. 

Unregulated motor truck competi- 
tion has been injurious to the freight 
business ‘of the electric railways in 
Massachusetts. Had all of the traffic 
of this kind which has at various times been routed via 
the Boston & Worcester line been retained, the present 
volume would be double what it is. It is thought by 
the railway management that truck competition is not 
profitable to its operators. In support of this opinion 
is the rapidity with which these undertakings change 
ownership. Moreover, the trucks are comparatively 
lightly taxed. Public sentiment in favor of heavier 
taxation for motor truck freight carriers is increasing 
and it is hoped by the management that in the future 
the railways will be given better protection. 


Vol. 65, Nox 227 


| 
| 
i 


May 30, 1925 


ELECTRIC RAILWAY JOURNAL 


847 


New Trafhic Regulations Aid 
Railway Operation in Pittsburgh 


Elimination of Parking on Nearly All of the Streets Where Cars Operate in the 
Congested District Has Speeded Up Service — Construction of a Half-Mile 
Extension Will Make Possible Still Further Improvement Through Rerouting— 
Co-operation of the Public Was Instrumental in Securing Adoption of the New Plan 


tracks in the downtown business section of Pitts- 
burgh has effected a notable improvement in 
transportation service. The present regulations gov- 
erning the matter of parking are strict, and they are 
rigorously enforced. Nevertheless there has been but 
little objection raised against them. This is largely 
because the Pittsburgh Railways secured the indorse- 
ment of all the more important civic bodies before the 
plan was put into effect. 
Prior to the adoption of the no-parking plan, a short- 
looping scheme for street cars had been proposed by 
the company, as told in ELECTRIC RAILWAY JOURNAL for 


Prrcas'in ne of parking alongside of railway 


‘ On Narrow Streets Traffic Movement Was Seriously Impeded by 
Lack of Adequate Regulations 


Nov. 22, 1924, page 899. It was pointed out by the 
management that there had been but three major 
changes in the street locations and widths in the Golden 
Triangle, as the congested district in Pittsburgh is 
known, since the first horse car was operated in 1859. 
At that time the city had a population of 77,000. The 
present population of the city is nearly ten times that 
number. 

The Golden Triangle has an area of only 218 acres, of 
which 68 acres or approximately 30 per cent are utilized 
for streets-and alleys. Into the narrow confines of this 
area is poured every day a tremendous volume of 
vehicular traffic. A check taken in 1917 showed 47,321 
vehicles entering and leaving the Triangle daily, not 
including street cars. A similar check in 1920 showed 
60,519 vehicles, an increase of 25.6 per cent. In Decem- 
ber, 1923, a similar check showed 82,840 vehicles, an 
increase of 33 per cent. Figures for 1923 showed a 
growth of 74 per cent over those for 1917. 

Eight years ago the maximum number of vehicles 
remaining or parking in the Triangle at any one time 
was approximately 2,500. By 1923 it had reached 
6,656, an increase of 166 per cent. Just prior to the 
enactment of the new regulations the number was even 
larger. 

_ Besides the increasing number of vehicles entering 
this area every day the major causes of congestion 


were the narrowness of the streets, bad street inter- 
sections (the Triangle has comparatively few streets 
running straight through and many intersect at angles, 
making the flow of traffic difficult), parking of commer- 
cial and pleasure automobiles, and the number of 
vehicles and streets cars making left-hand turns. 
The situation had reached a point where it was a 
menace to the future of downtown Pittsburgh. 
Although the ultimate remedy was thought to be the 
establishment of a rapid transit system, it was desired 
to take some preliminary steps to relieve congestion 
until such facilities could be provided. Two temporary 
measures were suggested as possible methods of reliev- 


When Parking Was Permitted All Moving Traffic 
Used the Car Tracks 


ing conditions. These alternatives were, first, the pro- 
hibition of parking within the congested area, or second, 
the removal of street cars from that district. 

It was to accomplish the second of these objects 
that the Pittsburgh Railways suggested the short loop- 
ing plan. This would have created seven major and 
two minor loops for street cars in the Golden Triangle. 
In only two instances would there have been overlapping 
of important loops in a way that might have caused 
traffic congestion. The various loops were scattered 
along the outer edge of the congested district as shown 
on the accompanying map. From an operating point of 
view this routing possessed several important advan- 
tages. On the other hand, many persons going down- 
town would have been obliged to walk several blocks 
to reach their ultimate destinations, and to walk the 
same distance to reach a street car when homeward 
bound. 

Approval of this plan was granted by the Traction 
Conference Board on Jan. 31, 1924. Protests were 
made, however, by the Pittsburgh Real Estate Board, 
the Downtown Business Men’s Association, the Retail 
Merchants Association, and the Water Street and Lower 
Downtown Triangle Improvement Association. Their 
objections were based on fear of losing business if the 
cars were relegated to the outskirts of the congested 
district. These bodies suggested certain modifications 
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in the plan and conferences were held between their 
representative and officials of the railway. As a result 
of numerous conferences of this kind a modified plan 
was prepared. 

Four principal provisions were 
amended plan. These were: 

1. New traffic ordinances embodying no-parking 
regulations on the principal trolley streets in the down- 
town district. 

2. A larger number of traffic officers to enforce the 
regulations. 

3. Establishment of a new system of tagging auto- 
mobiles for violation of the ordinance, and increasing 
the amount of the fine for repeated offences. 

4. Franchise for the construction of a new single 
track on Diamond Street to complete a separate loop, 
and permit certain changes in car routes. 

Agreement between the railway and the various asso- 
ciations on details of the modified plan was reached on 
Feb. 14, 1925. This was subsequently referred to and 
approved by the Traction Conference Board and the 
City Council. Approval for the stringent no-parking 
regulation was secured largely because the plan had 
the support of the various civic associations. It was the 
feeling of the railway that the modified plan was theo- 
retically less well adapted to the needs of the situation 
than was the short-looping plan, but in its desire to 
co-operate with the mercantile interests, the company 
was willing to accept the modified plan. 

Under the new traffic regulations streets in the Golden 


included in the 


5 Se egheny River=. Sixth St Bridgé> = 
Ke Manchesfer bridge = qv Be ai z 
Duquesne Way & = 


bell IES 


106: 


eippcoacunaan. 
ay 
An ees 


oe : 
) 43 
“ES. x SS 
No parking : ¥ << 
Number of cars indicated WN Qy aN ev %. SN 
Bi mey width of ine IN ©," re 


Parking Is Now Forbidden Along Nearly All Present Trolley - 
Routes in the Golden Triangle 


~ \ . 
QV 
IY 
; QQ 
Smithfield SIN 
Bridge’. ~ 


oR 


ELECTRIC RAILWAY JOURNAL 


Vol. 65, No. 22 


Triangle are divided into three classifications. On Fifth 
and Oliver Avenues and on Sixth Street, all extremely 
heavily traveled thoroughfares, no parking is permitted 
at any time. On practically all other streets where the 
railway operates in the downtown district parking is 
forbidden between 8 a.m. and 6 p.m. Elsewhere one- 
hour parking is allowed. The relation between the no- 
parking streets and the car routes is shown on an 
accompanying map. 

On certain one-way streets parking is permitted on 
the right-hand side. This, however, is not a handicap 
to the railway. As all such streets are rather narrow 
it is impossible for vehicles to pass standing street 
cars on the right, and no steady flow of traffic could 
be maintained on that side of the street. Parking, 
therefore, creates no interference with the flow of 
vehicles, which continues uninterrupted on the left-hand 
side of the street. 

On all such streets where parking is permitted on 
one side only a space designated as a loading zone has 
been set aside on the parking side and plainly marked. 
These zones vary in length from 40 ft. to 100 ft., but 
in no case cover more than one-half of the entire length 
of the block. In this zone vehicles may stop only to 
pick up or discharge passengers or to load or unload 
merchandise. The latter operation is not allowed to 
consume more than twenty minutes. 

From the railway point of view there is practically 
no difference between the elimination of parking be- 
tween 8 am. and 6 p.m. and its total elimination, 
because serious congestion exists only during business 
hours. Since the passage of this ordinance the car 
running time through the congested districts has been 
reduced about 25 per cent. Moreover, it has been pos- 
sible to keep cars much closer to schedule. Whereas 
it used to be the practice to turn back 50 or 60 cars 
every day in order to fill breaks in headway it-is now 
necessary to turn back only two or three for this 
purpose. : 

Violation of the provisions of the new ordinance is 
punishable by a fine of $3 for the first offense, $4 
for the second offense within a period of six months, $5 
for the third offense and a fine ranging from $10 to 
$25 for the fourth offense within six months. Pre- 
viously the fines were $1, $3, $5 and $10. Simultane- 
ously with the passage of the new regulations the City 
Council authorized the addition of 125 patrolmen to 
the existing police force. A large part of these are 
used in traffic regulations. 
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Enforcement of the new ordinance has been strict, 
but there has been little complaint. The merchants 
who were instrumental in securing the adoption of the 
plan have given it their hearty support. The great 
majority of the people, being street car riders, are thor- 
oughly in sympathy with it. Numerous commendatory 
letters have been received by the railway, telling how 
much more quickly it is possible to travel by trolley. 

Retail trade in the Triangle has been slightly smaller 
in volume during the past few weeks than it was 
during the same period a year ago. Analysis of the 
situation has shown, however, that the decrease is not 
due to the no-parking regulations. Outside the area 
where these are operative, the falling off has been even 
more noticeable. 

On March 23 the City Council approved a franchise 
for the construction of new track on Diamond Street. 
Work was commenced on this project on May 19. Its 
completion will permit certain changes in routing, as 
shown on an accompanying map, and reduce the number 
of crossing and turning movements in the congested 
district. When this has been accomplished the second 
important step will have been taken to relieve the situ- 
ation in the downtown section, and it is expected that 
these arrangements will suffice for some years to come, 
or until some rapid transit system has been built to 
serve the city. 


Passengers Helped to Find Their Way 


ORE than 50,000 street car riders visited the St. 

Louis Zoological Gardens in Forest Park on Sunday, 
April 26. Once there they found that some thoughtful 
person had worked out a system of directing signs that 
carried visitors depending on street cars for transporta- 
tion to the nearest car lines over the shortest and 
most direct route. Black and white signs, in keeping 
with the dignity of the gardens, were placed at con- 
venient places indicating the routes to be taken to the 
ears... The name of the United Railways was not on 
the signs. The larger signs, placed at the bear pits, 
the monkey house and the pond of the sea lions, read: 

“Follow the trail of arrows to the street cars.” 

Smaller signs with directing arrows read: 

“To the street cars.” 

At the boulevard just to the south of the monkey 
cage many car patrons have wandered away from the 
direct route to the loading platform of the railway. 
There a neat sign read: 

“Straight ahead across the boulevard to the street 
cars.” 

This sign is reinforced by a number of small arrow 
signs converging on the path directly across the 
boulevard to the cars. 

The zoological gardens are the most popular part of 
Forest Park, but were considered out of the way for 
street car’ users. Officials of the railway recognized 
this condition and they established a loading loop im- 
mediately south of the gardens on the Market Street 
car line. A cinder path was built to the gardens with 
the consent of the Park Department officials. Appar- 
ently the public did not learn of this path, for park 
traffic department officers of the railway found that 
_ comparatively few patrons utilized the loading and 
unloading station. Thousands came out of the park far 
to the east and west of the station, and some were 
forced to walk back a quarter of a mile to get to the 
cars. Investigation revealed three old tin signs direct- 
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ing park visitors to the cars, but none of them was so 
placed that it directed the public to the path to be taken 
to the loading platform. 


Uniform Trip Sheet for Cars and Buses 


FTER making a trial for some time of separate 
forms of trip sheets for cars and buses, the 
Northern Ohio Traction & Light Company, Akron, 


‘Ohio, recently adopted a day and trip report that is 


applicable to all cars and buses operated on the sys- 
tem. This form,:a reproduction of which is shown 
herewith, is 83 in. wide and 92 in. long, arranged to 
fold into the standard form of cover used by operators. 


THE NORTHERN OHIO TRACTION & LIGHT CO. 
DAY AND TRIP REPORT 
LINE = RUN NO. 
CONDUCTOR OR OPERATOR 


MOTORMAN __ 


DATE. = 192 
PUNCH MARK O 


BADGE NO.__ 
MOTORMAN 


CANTON 


CASH REGISTER 


CANTON 


TICKET REGISTER 


MASSILLON 


LARGE TICKET REGISTER 


MASSILLON 


CASH REGISTER 


This Trip Sheet Is Used for Both Cars and Buses of the Northern 
Ohio Traction & Light Company 


On the front spaces are provided for recording line, 
run number, date, name and badge number of con- 
ductor or operator and motorman. Spaces are provided 
to record by trip the vehicle and fare box number and 
the schedule and actual leaving time from each terminal. 
Corresponding to each trip the records of transfers 
collected and passengers carried are given. 

On the reverse side space is provided for cash 
register, ticket register and transfer record for the 
cities of Canton, Massillon and New Philadelphia. It 
is believed that the use of this standard form of trip 
sheet will simplify the auditing by making all the 
records uniform. 
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Permissive Signals at Junctions 


Distant Repeater and Counting Features Facilitate 
Car Operation on Single-Track Line—Details 
of the System Are Given 


UTOMATIC signals of the car-counting or permis- 

sive type, made by the Nachod Signal Company, 

are used by the Houston Electric Company, Houston, 

Tex., to protect cars operating through a junction of 

single-track lines. These signals are part of an exten- 

sive system covering the single-track lines in the city 
and suburbs. The installation was begun in 1920. 

A block of signals A-B extends from Alamo siding 
to Junction, with its contactors 1 and 2 connected to 
signal A on Alamo siding. Contactors 3, 4 and 5 are 
connected to signal B, the latter two being on Junction 
siding. All contactors 
are of the non-mov- 
ing part type and are 
directional. Signals 
C and D are on a 
piece of single track 
between Junction 
and Usener with con- 
tactor 6 connected to 
signal C and contac- 
tors 7 and 8 con- 
nected to signal D. 

There is a distant 
repeater, RC, of sig- 
nal C located on the 


Stude wood 


Type of Permissive Counting Signal 
Used at Houston 


Usener siding 


Alamo 


Watson and 
5/21/79 


Studewood /ines 


5 Junction 


RC 


Layout of Signals at Junction Point Showing Method of 
Repeating Indications 


same pole with signal A, which shows yellow when signal 
C is red. In addition there is a repeater, RB, of signal 
B located on the same pole with signal D, which shows 
red when signal B is red. 

Studewood cars operate between Usener and Alamo 
sidings both ways and the Watson cars operate between 
Alamo siding and Junction both ways. An eastbound 
Watson car will pass under contactor 2 provided signal 
A does not show red, regardless of whether RC shows 
yellow or dark. This will set signals B and RB at red 
(stop) and signal A at permissive. Should RC have 
been showing yellow at this time, it would indicate 
that there is a Studewood car proceeding toward Junc- 
tion, having at contactor 7 set signal D at permissive 
and signal C at stop. The first-mentioned car in pass- 
ing under contactor 5 would clear signals A, B and RB 
to the normal dark or neutral. The Studewood car, 
passing under contactor 6, would clear signals C and D, 


and at contactor 3 immediately set signals B at permis- 
sive and A at stop. Later these signals would be 
cleared at contactor 1. 

When an eastbound car, which might be either a 
Watson or Studewood car, is in the block moving east- 
ward with signal RC dark, then a southbound car will 
be stopped at Usener by signal RB at red until the 
first-mentioned car has passed out of the block either at 
contactor 5, or continued through the second block CD 
and out at contactor 8. If RC is yellow an eastbound 
Studewood car will stop, but the Watson car may enter 
the block under this indication. A Studewood car 
southbound will always be stopped by signal RB at red. 
All signals have counting relays, so that following 
movements may be made through either of the blocks. 


Runaway Train in Sydney 


CURIOUS accident to a two-car train occurred 
' \ some time ago on the North Sydney division of the 
New South Wales Government Tramways. Much of 
the traffic on this division in the morning and evening 
rush hours is to and from the ferry to Sydney. There 
are 124 cars on this division and many grades, some of 
them more than 10 per cent. Train operation is com- 
mon, each car of a two-car train being single truck and 
equipped with motors and with a controller at the outer 
end of each train. One motorman and two conductors 
are used. 

In the case of the wrecked train, a defect developed 
in the controller on the front platform. In such cases 
the rules permit the motorman to operate the train 
from the controller on the rear platform, taking the 
necessary equipment with him. One conductor is then 
placed on the front platform to warn the motorman in 
the rear of any impending danger. 

No difficulty was experienced in the operation of this 
train until a short distance of the terminus, where there 
is a sharp down grade. The motorman then discovered 
that he had left his air-brake handle with the conductor ~ 
on the front platform, apparently relying on the con- 
ductor to control the movement of the train. As the 


Train Which Jumped Track in North Sydney, N. S. W. 


conductor was not qualified to do this, the cars attained 
high speed and jumped the track when rounding a curve 
shortly before the terminus was reached. Several per- — 
sons were injured and two were killed. The accompany- 
ing illustration shows the wrecked train being pulled 
back to the track. The accident was the most disastrous _ 
which has ever occurred on the Sydney tramway system. — 
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Traflic Increasing 
on the Beaver Valley Bus Lines 


Service Rendered by Railway Subsidiary Reaches New 
Territory and Has Replaced Car Service on One Line— 
Revenue from Private Hire Business Amounts to 10 per 
Cent of Total—Operation of Additional Bus Lines Is Planned 


by the Beaver Valley Traction Company in July 

of last year. Under the name of the Beaver 
Valley Motor Coach Company, buses are now operated 
as feeders to the railway lines that serve the Beaver 
Valley and also on one route formerly served by trolley 
cars. All told, the company operates six buses of the 
street-car type on three routes. The accompanying 
table indicates these routes, their length, the rates of 
fare, the headway and the number of buses needed to 
fill the schedules, which average 8 m.p.h. 

Earnings per bus-mile show a general increase in 
traffic during the ten months of operation. A temporary 
increase occurred in April, when railway operation in 
Ambridge was suspended for two weeks, as told in 


| yn operation was undertaken for the first time 


different circumstances and in separate sections of the 
territory served by the traction company. 

Operation was first commenced on a 2-mile route 
from Leetsdale to Sewickley. This district was form- 
erly without local transportation service of any kind. 
At Leetsdale is the southern terminus of the Pitts- 
burgh & Beaver Street Railway where the cars of the 
Beaver Valley Traction Company operated by agree- 
ment. Sewickley is the northern terminus of the Pitts- 
burgh Railways. 

The Lincoln Highway connects these towns and also 
the Borough of Edgeworth, which lies between, as shown 
on the accompanying map. Between Sewickley and 
Pittsburgh there is considerable commuting via the 
Pennsylvania Railroad. By continuing the bus route 
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The Beaver Valley Motor Coach Company Operates Three Routes in the Suburban District of Pittsburgh 
as Shown by the Solid Lines 


ELECTRIC RAILWAY JOURNAL for May 23, 1925, page 
826, and buses were used to carry all the local traffic 
in that town. At present, due to business depression in 
this area, the earnings are running somewhat below the 
level attained in the early part of the year. 

The motor coach company was incorporated in Feb- 


- ruary, 1924, and in the period from July 15 to Sept. 15, 


1924, installed bus service upon three routes, each under 


MONTHLY RECORD OF BUS-MILE EARNINGS, IN CENTS 


Route | Route 2 Route 3 
July (fifteen days), 1924 20 t 
August...... 22 : - 
September. . 22 29 14 
October.; 26 31 15 
November... 29 31 19 
~ December... 31 35 23 
January, 1925 34 37 28 
February... 36 37 32 
March. 35 37 31 
od ae a 33 32 29 


through the town to the railroad station a large number 
of commuters are accommodated. 

A flat fare of 10 cents is charged on this route, which 
was started July 16, 1924. The headway is 30 minutes 
during the day and 20 minutes in the rush hours. 
Service is withdrawn after 8 o’clock in the evening. 

The monthly record of bus-mile earnings is shown in 
the accompanying table. Revenue increased from 20 to 
36 cents per bus-mile since operation started and now 
is large enough to meet the cost of rendering the 
service. 

On the route from Beaver Falls to New Brighton buses 
replaced a single-track street car line 2.7 miles long. 
This trolley line had failed to earn its operating ex- 
penses for many years past with a nickel fare and a 
twenty-minute headway. Request had been made of 


DETAILS OF BUS ROUTES OPERATED BY BEAVER VA! I EY MOTOR COACH COMPANY 


Route Date Opened 
. Leetsdale to Sewickley... s July 16, 1924 
2. Beaver Falls to New Bri ighton Sch Sept. 1, 1924 
SRR EG MOGIOTIA Oe NC pyre cin pa bete laws pir ae Sept. 15, 1924 


Fares— Headway —— 
Length One-Way Minutes No. of Buses 
in Miles Cash Ticket Normal Rush Normal Rush 
2.0 10 none 30 20 1 2 
PY 10 7@50c. 20 15 2 3 
2.2 10 none 30 30 i} 1 


Buses owned: One 25-passenger White-Bender, two 25-passenger Mack-Bender, three 24-passenger Pierce-Arrow-Thompson. 
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the railway company to repair its pavement, and this 
would have necessitated tie removal, which, in turn, 
would have demanded providing a new and substantial 
substructure. The cost of doing this work would have 
reached $125,000, whereas the investment in necessary 
bus equipment was but $21,000. 

Since inaugurating bus service, Sept. 1, 1924, the 
development of traffic has been such as to necessitate 
a fifteen-minute service for a two-hour period during 
the evening rush hour. In this case the cash fare is 
set at 10 cents with seven tickets for 50 cents. Tickets 
are used by 60 per cent of all passengers carried. 

The third bus line of the Beaver Valley Motor Coach 
Company is operated from Rochester to Colona. Be- 
tween these towns an independent bus line operated on 
a 5-cent fare was already in existence. Upon applica- 
tion to the Public Service Commission a certificate of 
convenience and necessity was granted to the company, 
however, and service was started on Sept. 15. The fare 
on this line has always been 10 cents, but owing to the 


depression in the steel business, the revenue of the bus: 


line was small for a period of several months. More 
recently it has increased to a point where it about equals 
the operating expenses. 

The Beaver Valley Motor Coach Company now has 
an application before the Public Service Commission 
of Pennsylvania for an additional route from Rochester 
to Woodlawn, a distance of 7 miles. This line would 
serve communities which at present lack adequate local 
transportation. Recently the commission granted an 
application to this company to operate a bus line from 
Beaver Falls to Beaver by way of Fallston. Although 
the Beaver Valley Traction Company now operates a 
railway line from Beaver Falls to Beaver, this bus route 
would serve in part new territory and would afford a 
more rapid means of transportation between the ter- 
minal towns. Fare for the through trip is to be 25 cents, 
whereas the fare on the street car line is 15 cents. The 
higher fare is warranted because of the more direct and 
rapid means of communication. 

A substantial part of the total revenue of the com- 
pany has been obtained from the operation of private 
hire or chartered buses. This has amounted to as 
much as 10 per cent of the gross receipts from bus 
operation. It is hoped to increase the earnings from 
this source by extensive advertising and publicity work. 

As one step in the encouragement of party bus service 
a circular has been mailed to every organization in the 
Beaver Valley district. The next mailing will probably 
cover all of the customers of the associated light com- 
panies. It is expected that the chief business will be 
into Pittsburgh. The rate for this trip of 30 miles 
for a party of 20 to 22 passengers in a 24-passenger bus 
will work out about 3.5 to 4 cents per passenger-mile. 
This compares with 8.6 cents per mile on the steam rail- 
road for one-way rates, but the actual comparative rate 
on the railroad is 1.9, obtainable by ten-trip tickets good 
for three months and for any number of persons in the 
party; thus five persons could use one ten-trip ticket on 
an excursion journey. On the other hand, of course, 
the bus party is taken from door to door so that the bus 
rate is justified through the higher class of service. 

Soon after the Sewickley-Leetsdale service was 
started, the company sent postcards, with return card 
attached, to residents of the community to be served, 
using the mailing list of the electric light company. 
On these cards the following questions were asked: 
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1. Do you make frequent trips that would permit 
you to use this service? 

2. Do you travel by train to Pittsburgh frequently? 

3. Is our coach connection between the two street 
railways of advantage to you? 

4. What do you recommend to improve our service 
to you? 

Replies received indicated that the service was greatly 
appreciated by residents of the district. These cards 
were followed up from time to time with other requests 
for comments or statements from the company, all with 
the idea of maintaining prestige for the service and to 
keep the company’s name in the public mind. 


COSTS OF OPERATION 


Depreciation is charged at 5 cents per bus-mile. Un- 


‘der this arrangement the investment will be amortized 


in about five years. There is also a general repair 
reserve fund for which 3 cents per bus-mile is charged. 
Unusual repairs necessitating the expenditure of more 
than $200 are charged against this fund instead of 
being allocated to the operating account. By this means 
the monthly expenses are more or less stabilized, and 
costs for one month do not vary greatly from those of 
another. 

Expenditures for fuel, labor, and materials used in 
maintenance average about 5 cents per bus-mile. White, 
Mack, and Pierce-Arrow buses are used. Fuel and 
maintenance costs vary only slightly between the dif- 
ferent types of bus. 

Items listed above come to about 13 cents per bus- 
mile. A somewhat greater expenditure is required for 
drivers’ wages, insurance, interest, general overhead, etc. 

The satisfactory revenue showing of the regular 
routes operated by the Beaver Valley Motor Coach Com- 
pany is attributed by C. D. Smith, general manager, to 


the combination of an adequate fare and the application | 
of modern principles of merchandising transportation — 


service. 
tion Company the bus company has been able to protect 


the railway from independent competitive bus operation. . 


Good Employee Safety Record on 
Beaver Valley Lines 


NE a single fatal accident to an employee has 
occurred on the lines of the Beaver Valley Traction 
Company, New Brighton, Pa., during the past four. 
years. Neither has there been a permanently disabling 
accident, and only four occurred which caused more 
than ten days disability. During 1924 there was a total 
of only 24 such accidents, a decrease of 47 per cent 
from the preceding year. The decrease in accidents. 
causing disability of less than ten days was 185 per 
cent from that of 1923, and the number of working 
hours lost was 233 per cent less. On the basis of this 
record, the company was the winner of the Rice safety 
award for the best record in accident prevention. In 
competition with the railway were the industrial plan 
and railways of twelve counties in western Pennsyl- 
vania. The award was originated by the late Cecil G. 
Rice at the time he was president of the western Penn- 
sylania division of the National Safety Council, and 
was presented to the company that shows the greates 
reduction in employee accidents for the year 1924 
compared with the average for 1921, 1922 and 1923. 


| 
| 


| 


By co-operating with the Beaver Valley Trac-_ 
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Camshaft Control on Locomo- 
tives Built at St. Catharines 


Layout of Apparatus Is Arranged for Easy Inspection - 


and Repair—Two Units Were Built by Railway 
to Care for Growing Freight Business 


NCREASE in traffic on the Niagara, St. Catharines 

& Toronto Railway, a part of the Canadian National 
Railways system, reecntly caused the company to build 
two new freight locomotives. After the amalgamation 
of the Canadian National and the Grand Trunk Rail- 
ways it was decided that the Niagara, St. Catharines & 
Toronto Electric Line should handle all freight on the 
Merritton-Port Dalhousie division of the Grand Trunk. 
‘This added so largely to the volume of such business 
being handled that it was decided to augment the motive 
power. 

Accordingly two 50-ton locomotives were built at the 
shops in St. Catharines. Motors and control equipment 
were furnished by the English Elec- 
tric Company of Canada, Ltd. It is 


control compartment by the motorman after the circuit 
breaker has opened and before it is closed. 

The controller consists of a number of steel cams 
which are mounted on a mica-insulated steel shaft 
driven by an electric motor through flexible worm gear- 
ing. The cams are set at different angles and each one 
in its turn closes a contactor. Only two of these con- 
tactors are fitted with arc chutes. Line breakers inter- 
rupt the normal working current and thereby save wear 
and tear on the remaining contactor tips, which break 
only a small equalizing current. The master controller 
is fitted with the usual notch-regulating.device and has 
nine series and six parallel notches. 

An important feature in connection with these loco- 
motives is the rapidity with which the various parts can 
be inspected and removed for repairs. All the appa- 
ratus is directly under the eye of any one entering the 
control compartment, as shown in an accompanying 
illustration. 

Motors are of the DK-75-3-B pe with 190 hp. capac- 


fea Track gore 0" -—----3 > 


‘said that this is the first English 


Electric camshaft control equip- 
mentusedin America. The electric 
equipment is assembled in two 
-groups, each of which consists of 
two motors and control. These 
groups are placed in parallel or in 
‘series position by means of a remote- 


control switch. With the change- 
over switch in either position the 
two motors of either group may be 
‘connected in series or parallel with 
each other, through the operation 
of the camshaft governed by the 


Layout of Apparatus in the New Freight Locomotive of the Niagara, 


St. Catharines & Toronto Railways 


SPECIFICATIONS OF 50-TON FREIGHT LOCOMOTIVE OF NIAGARA, 


ST. CATHARINES & ONTARIO RAILWAY 


Weight CGOMPEESSOR sce wise - General Blcefric Sage 
master controller. fap eMnimeDOdyan tenet oaen an Seletisiy-. ans : 39,804 Ib 37 cu.ft. capacity 
: - nee Er oe setae Teasks £5 OR DDLA Ope Cope Coe ZAAOO! Ib.) Controlhe. je... =. DK, M7, camshaft type 
tus is actuated by current taken Blectric equipment .......-... 31,900 Ib. * Couplers’ ..-......--..- Sharon 5-in. shank 
from the line Arn equipmaent: Wire <./s1suioes ¥ ,620 lb. Hand brakes......... Peacock vans een 

: MUO el nia acls oo oid othe Cee 100,760 Ib. " Patcner 
. . : 3 ; i Heater equipment............ Consolidated 
Each pair of motors is provided fo ea OLA gear: a ae 4 in Headlights......-. . luminous are 
with a DK S-500 Form B circuit Truck wheelbase ............ gft. 0 in. mouenal hoses eae ree 
; Height, rail to trolley base....11 ft. 113 im. Ganders . 11... ec ecw ee eee ee 4... Wilson 
breaker of the hand-setting type. Body .-.--eeseees Hy Se scene - wees aes, MTrOMey jDASEL A. + chen tele = ses U. S. heavy type 
; j “y j . AMET DL AICGS we eisyete sais Westinghouse No. Trucks ....American Locomotive Company 
This type ie preferred in order to PA SRahee an eaenien manne arches tote suaret sscuseene) chars 'e, 2 6-in. _Wheels......... 36-in. MCB standard tread 


insure a brief examination of the 


steel tire, cast hub 


Phe Sods: of the New St. Catharines Locomotive, Shown at Left, Is Divided into Three Sections with a Cab at Each End and an 


Equipment Compartment in the Middle. 


At Right, Master Controller Which Operates the Camshaft Control in the Compartment 
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Electrical Equipment Is so Arranged that It Can Be Inspected 
Easily and Removed for Repairs 


ity at 270 amp. and 600 volts. The locomotive will start 
a train weighing 710 tons and reach a speed of 16 
m.p.h. in one minute on level tangent track. Helical 
gears with a ratio of 81/15 are used. The wheels are 
of 36-in. diameter. Weights and specifications of vari- 
ous other equipment used on these locomotives are given 
in the accompanying table. 


Arousing Interest in Safety 
Reduces Accidents 


Charts Bring Home to Trainmen in Brooklyn a 
Realization of Serious Condition Existing 
During the Winter 


AST January, when Brooklyn was buried in snow 
and ice and the already congested street traffic was 
further crowded by the encroachment of piles of snow 
along the sides of the highways, accidents on the vari- 
ous surface lines operated there reached a peak. The 
combined accidents of all classes on all divisions of the 
surface lines of the Brooklyn-Manhattan Transit Cor- 


Mechanical Department Safety Box Score 
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The “Box Score’ Shows the Shops that Had 
Any Employee on Account of Accidents in Each Month 
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poration and the 
Brooklyn City Rail- 
road reached a record 
total of 2,898 for the 
month. This number 
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these companies to 9th Ave. fans 4 
undertake a vigorous Crosstown insersisnereesenasonaneteot 2 
safety campaign to Fresh Pond Saunneiamainass 9 
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cope with this situ- 
ation. The results 
have been fully up to 
the expectations and 
desires of the offi- 
cials, as indicated by 
a drop to 1,958 acci- 4 
dents in the month 

of March, which 
showed a material reduction, being lower than the 
corresponding number for the same month in either one 
of the two preceding years. 

The procedure followed in this campaign was very 
simple and direct. It was dictated by the necessity of 
securing immediate results. Led by Clinton E. Morgan. 
vice-president and general manager of the Brooklyn | 
City Railroad, in his capacity as operating manager 
of the joint operations of surface lines of the two com- — 
panies, meetings were held in all the depots. The men 
who operate the cars were addressed. Charts were used 
which showed graphically and with startling simplicity — 
the serious condition confronting the companies. As- | 
sisting Mr. Morgan were F. W. Lawrence, safety super- 
visor; William Siebert, superintendent of surface lines 
of the B.-M. T., and A. L. Hodges, assistant secretary — 
and treasurer of the Brooklyn City Railroad. First, 
they showed the men of each operating depot the way 
in which accidents had increased in number. and seri- 
ousness on the whole road. Then they went into details 
of the various classes of accidents and numbers of each 
on the various lines. Thus actual conditions on the lines 
where they operated were brought home to the men. 
Instructions were given in ways and means of avoiding 
some of these accidents. 

Meetings are held each month at which the firuree 
for the preceding month are discussed. Prior to the 
meetings, however, graphic charts printed in colors 
were posted in all depots showing the comparative 
statistics of accidents by divisions for the current year 
and the preceding two years. One of these charts is 
reproduced in the accompanying illustration. The heavy 
black lines, indicating the March, 1925, record of acci- 
dents per 10,000 miles, show that in the majority of the 
divisions there was a decrease. it 

It is said that the posting of these charts has aroused 
a healthy interest among the car crews, and the spirit 
of competition’ between divisions has been stimulated 
Naturally this has resulted in a desire to secure th 
leadership in minimum number of accidents. 

The competitive idea in securing accident reductior 
is also carried out in the mechanical departments, wher 
each shop is pitted against all the others in a race t 
show the greatest number of months per year with | 
100 per cent safety record. This 100 per cent recor: 
is defined as “‘no time lost by any employee during 
month on account of accidents at work.” Two sho 
have attained perfect records for nine consecuti 
months, as shown in the “box score” which has be 
adopted for posting in the shops. 
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Wall Chart in Colors Is Used to 
Show Comparative Accident Records 
on the Brooklyn Surface Lines 
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Experiments with “‘Four-Track”’ Bus 
and Car Service 

N ITS studies on co-ordinated rail and bus service 

in Detroit, the Department of Street Railways of that 
city recently conducted a test on Gratiot Avenue. The 
purpose of this test was to determine the saving in 
time possible to passengers if a co-ordinated express 
and local service was given by bus and car on Gratiot 
Avenue. To secure immunity from traffic delays, the 
test was made early Sunday morning, April 26, between 
1:30 a.m. and 3:30 a.m., between Seven-Mile Road and 
Cadillac Square. This is a one-way distance of 7.8 
‘miles. A double-deck coach (totally inclosed ype) and 
a Peter Witt car were used. 

The run inbound from Seven-Mile Road was made 
with both vehicles in local service, i.e., making all sched- 
ule and compulsory stops. The schedule stops, of which 
there were 62, were fifteen seconds each, and five ‘“‘com- 
pulsory” stops were made in only sufficient time for 
the car or bus to be brought to a stop and restarted. 


Bus and Car Used in Test of Co-ordinated Service, Detroit 


The total number of local and compulsory stops was 67, 

or 8.59 per mile. The elapsed time for each vehicle 
on this run was practically the same, being 47 minutes 
40 seconds for the coach and 47 mirtutes 50 seconds for 
the car. 

The run outbound from Cadillac Square was made 
with both vehicles in express service, i.e., they made 25 
scheduled stops and three “compulsory”’ stops, the dura- 
tions being the same as during the local run and the 
total number ‘of stops averaged 3.58 per mile. The 
elapsed time for this express run was 28 minutes seven 
‘seconds for the coach and 29 minutes for the car. This 

_ test showed that under the conditions under which it 
_Was run, a saving of about nineteen minutes could be 
Made by either vehicle when the number of stops were 
_Yeduced in the proportion named. Views of the bus 
_ and car used are shown above. 
_ Whether this differential of nineteen minutes could 
_be maintained throughout the day is considered de- 
batable by the department. It might easily be done 
if automobile parking was prohibited, if all or most of 
1e other vehicular traffic was directed to other streets, 
d if the fullest use was made of the traffic signals 
a all important intersections, but it is felt that such 
restrictions might bring forth some protest from other 


users of the street. On the other hand, it is a fact 
that some economical traffic congestion alleviation 
means must be devised sooner or later. 

While the illustration shows the bus marked as ex- 
press and the car marked as local, the department does 
not consider that the test was sufficient to determine 
which type of vehicle would make the better express 
unit in this service. This phase of the question will 
receive further consideration. 


Operations of Twelve Large 
Properties Compared 


OLLOWING the practice of several years past, 

statistics of six of the largest surface lines and an 
equal number of rapid transit companies for their latest 
year are published herewith. In our issue of this paper 
for May 2, 1924, an analysis of operations on 93 city 
properties was presented. While these 93  proper- 
ties represented a total of $354,000,000 in gross earn- 
ings, the selected twelve companies in the larger cities 
took in $336,000,000. They operated about one- 
ninth of the track mileage in the United States. While 
six of the companies are classed as rapid transit, only 
three of them operate elevated or subway lines exclu- 
sively, the other three having combinations with surface 
lines. Each of the twelve companies earned above 
$8,000,000 last year, and the average receipts exceeded 
$28,000,000. 

The six surface companies showed practically no 
change from 1923 in gross earnings, and the same is 
true of operating expenses, including taxes and depre- 
ciation. In the rapid transit group the gain in receipts 
and in expenses was about 2.5 per cent. The operating 
ratio, including taxes and depreciation charges, aver- 
aged 83.74 per cent for the surface properties, com- 
pared with 2.87 in the previous year, and ranged from 
80.17 to 89 per cent. For the rapid transit lines, the 
average operating ratio was 71.83, compared with 
72.4 in the previous twelve months, and ranging from 
56.4 to 80.5. Selecting the three roads which operate 
subway or elevated lines exclusively, the average was 
66.23, as against 68 the year before. 

Greater service was rendered by each car in the 
surface lines group, as indicated by the annual miles 
operated per car. This figure averages 35,083, com- 
pared with 34,752 in the preceding year. Rapid transit 
lines, on the other hand, showed a decrease, namely, 
42,355 miles per car, as against 42,475. Total passen- 
gers per mile of single track operated varied from 
948,394 to 2,244,152 on the surface lines and from 
1,423,671 to 1,546,435 on the rapid transit lines. For 
the former group there was a-decrease of 6.8 per cent 
and for the latter an increase of 3.1 per cent. It should 
be understood, however, that several companies, espe- 
cially rapid transit lines, do not keep account of trans- 
fer or free passengers. For that reason an exact 
comparison is not possible. Revenue passengers on 
surface lines decreased 1.7 per cent, while car mileage 
was increased 1.6 per cent. On the rapid transit lines 
there was a gain of 2.2 per cent in passengers and 3.6 
per cent in car mileage. 


“1919 


Six Surface Roads 


1920 1921 

Nsportation revenue per car-mile, cents............ 38.9 44.7 47.8 

xpenses and taxes per car-mile, cents... ; Cae o2.5 37.6 43.2 
Tansportation revenue per car-hour, dollars... $3.26 $4.00 $4.03 
mses and taxes per car- pew Gollaratey Serle ich ckoid $275. $3: SISS62 
rating ratio, per cent.. ‘ 83.06 87.45 85.08 


STATISTICS PER CAR-MILE AND PER CAR-HOUR ON TWELVELLARGE? ELECTRIC RAILWAYS 


—Six Rapid Transit Roads-—-—— 


1922 1923 1924 1919 1920 1921 1922 1923 1924 
47.8 48.3 47.6 33.1 38.0 38.0 40.8 39.4 39.6 
43.2 43.4 41.9 222. 30.6 33.4 31.1 32.3 30.5 
$3.14 $4.11 $4.03 $4.21 $4.63 $5.21 $5.14 $4.85 $4.80 
$3.64 $3.59 $3.50 $3.25 $3.70 $4.13 $3.81 $3.84 $3.66 
83534 — 82.87 - 83.74 ~ 74,00 77.26. (77.92. 71.63 72.40) *7'1.83 
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Association News & Discussions 


California Superintendents Discuss 
Operation 


EPRESENTATIVES of the operat- 

ing departments of California 
electric railways, organized as a super- 
intendents committee of the California 
Electric Railway Association, held their 
semi-annual meeting in Sacramento, 
May 8 and 9. Publicity and advertising 
men, who constitute the public relations 
committee of the state association, met 
‘with the superintendents and partici- 
pated in the program. 

In a talk on “Employment and Train- 
ing,” A. W. Brohman, superintendent 
Market Street Railway of San Fran- 
cisco, said that the intelligence test, 
somewhat similar to that used in the 
United States Army during the world 
war, had been discontinued because it 
proved to be merely a test of mental 
agility and not of ability and resource- 
fulness. All instruction on the road 
is given by a single instructor. This 
occupies seven to ten days, in which 
the new man studies all lines of his 
division. The plan of having one man 
in charge of a new man through his 
breaking-in period has 
highly beneficial, Mr. Brohman said. 

Weekly meetings of the line in- 
structors, follow-up men, dispatchers 
and division superintendents are held 
for general discussion of common prob- 
lems. Mr. Brohman concluded his talk 
with the following quotation from the 
annual report to the stockholders: 

“Notwithstanding the great increase 
in automobile traffic there has been no 
material increase in the number of acci- 
dents or expenditures for claims. Acci- 
dents involving fatalities were fewer 
than ever before in the history of the 
company or its predecessor. This we 
believe is due entirely'to the training 
system for carmen which was inaugu- 
rated a few years ago and has continued 
to develop satisfactorily, and will un- 
questionably continue to reduce both 
labor turnover and the number of acci- 
dents and heavy expense- incident 
thereto.” 

Discussion on traffic congestion was 
directed by. George B. Anderson, man- 
ager of transportation Los Angeles 
Railway. He reviewed some of the 
material that he had presented to the 
American Electric Railway Association 
as chairman of the committee on traffic 
congestion and pointed out that auto- 
mobile owners and drivers are highly 
organized to advance their own inter- 
ests, while the majority users of trans- 
portation, the street car riders, are left 
without representation except by the 
electric railways. It becomes their 
moral obligation therefore to act in be- 
half of this majority by initiating meas- 
ures of traffic relief. The subjects that 
these measures must deal with were 
enumerated as automobile parking, one- 


been found 


way streets, protection for principal 
street car arteries similar to that given 
to principal automobile boulevards, 
segregation of traffic, prohibiting jay- 
walking, prohibition of parades where 
they interfere with essential traffic, left- 
hand turns, street car safety zones, 
protection of boarding and alighting 
passengers and examination of appli- 
cants for automobile drivers’ licenses. 

Bus operation was discussed by F. 
Van Vranken, manager Los Angeles 
Motorbus Company. Tire mileage was 
a leading topic of general discussion 
following his paper. In this connec- 
tion it was stated that all the double- 
deck buses operated by the Los Angeles 
Motorbus Company and the Los. An- 
geles Railway are equipped with pneu- 
matic tires. | 

Ben S. Allen, manager public rela- 
tions department, Key System Transit 


Company, spoke for the public rela- 
tions committee on methods of co-oper- 
ation between the operating men and 
the men directing public relations. He 
emphasized that the giving of adequate 
service by courteous trainmen is essen- 
tial to good will because passengers 
who have to hold onto a crowded car 
by their eyebrows are not likely to feel 
friendly toward the transportation 
agency. 

A review of recent state legislation 
affecting the electric railway was made 
by W. V. Hill, manager of the associa- 
tion. He said that the session closed 
without any bills inimical to the state 
railway interests being passed, al- 
though several were proposed. 

A banquet was held at the Hotel 
Senator on May 8 and the following 
day the delegates were guests of the 
Sacramento Northern Railway on a 
trip over its interurban to Chico. The 
next joint session of the superintend- 
ents committee and public relations 
committee will be held in Los Angeles 
in November. 


’ 


| 


Commerce Chamber Elects Officers 


ONCLUDING sessions of the 

United States Chamber of Com- 
merce were held in Washington on May 
22. The subjects considered were gen- 
eral in their nature. The principal busi- 
ness of the afternoon session was the 
election of officers and directors for the 
ensuing year. The officers elected were: 
President, John W. O’Leary, Chicago; 
regional vice-presidents, Louis E. Pier- 
son, New York; William Butterworth, 
Moline, Ill.; Robert R. Ellis, Memphis, 
and Paul Shoup, San Francisco; hon- 


COMING MEETINGS 


Electric Railway and 
Allied Associations 


June 2-4—Central Electric Railway 
Association, French Lick Springs, Ind. 
June 3—Central Electric Railway 
Master Mechanics’ Association, 
special meeting, French Lick, Indiana. 
June 3-5—Iowa Electric Railway 


Association, Waterloo, Iowa. 
June 10-12—Canadian Electric Rail- 


way Association, Montreal, Quebec. 

June 26- 27—New York... Electric 
Railway Association, Hotel 
Champlain, Bluff Point, N. Y. 

July 22-25—Pacific Claim Agents’ 
Association, Hotel Biltmore, Los 
Angeles, Cal. 

Oct. 5-9—American Electric Rail- 
way Association, annual convention 
and exhibits, Young’s Million Dollar 
Pier, Atlantic City, N. J. 


orary vice-presidents, Owen D. Young, 
New York; Henry M. Robinson, J.os 
Angeles, and R. W. Boyden, Boston. 
treasurer, John Joy Edson, Washing: 
ton. 

Among the seventeen director 
elected the following are best known ti. 
electric railway men: Philip H. Gads 
den, Philadelphia, Pa., for the Seconi 
District; A. J. Brosseau, New Yorl 
City, for the Manufactures Department. 
Paul Shoup, San Francisco, Cal., fo 
the Foreign Commerce Department 
and A. L. Humphrey, Pittsburgh, Pa 
for the Transportation and Communié 
tion Department. “| 


HOUSING AND CIvic DEVELOPMENT | 

Problems of civic development as re 
lated to city planning, building co 
struction and home ownership, the fir; 
dealing especially with such systemat 
layout as will bring proper functionir'! 
of utilities, were considered in,.pape! 
presented before the Civic Developme) 
group and in discussion of the pape! 
which foltowed. 

The speakers were Dr. John M. Gri 
chief of the Building and Housing Di 
sion, Department of Commerce, “T? 
Building Congress—lIts Purposes al 
How It Is Achieving Them in Fi 
Cities’; Thomas Adams, general = 
rector of plans and surveys, Regio 
Plan of New York and Its Enviro 
New York City, “Economic Use of Lad 
in Urban Communities”; and Mor§ 
Knowles, civil engineer and 
planner, Pittsburgh, , “Housing in Re 
tion to Citizenship.”” Numerous d 
gates participated in the discussigs 
John S. Lonsdale, of St. Louis, presi ; 

Dr. Gries told of the experiences 


ow 
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New York, Boston, Philadelphia, New 
Jersey and Oregon in the organiza- 
tion of all interests concerned with 
the construction industry into building 
congresses to co-operate in problems 
common to all, jurisdictional disputes 
among labor and differences among 
builders, supply men, etc. The congress 
must be purely local to succeed, he said. 
Settlement of differences by arbitration 
he mentioned as one of the important 
aims. Governmental agencies should 
not undertake work of this character 
unless private industry defaults, Dr. 
Gries said. He urged building interests 
to confer in each community regarding 
the construction program in order to 
avoid peaks and valleys and thus stab- 
ilize conditions. 

“Efficiency is born of order and 
beauty,” asserted Mr. Adams, who de- 
clared that city planning means more 
than to devise means of moving streams 
of automobiles through the streets. 


Mr. Adams emphasized the necessity’ 


of sound zoning laws to control develop- 
ment of urban property. He cited spe- 
cific instances of excessive taxation due 


to lack of a plan in developing a city’s’ 


growth. Transportation, sewage, elec- 


tric and other utility systems often are: 
unnecessarily wasteful because of hap- 


hazard development, he said. He ad- 
vanced the suggestion that it would be 


more profitable to use some suburban: 


properties for agricultural purposes 
until conditions justified improvement 
than to permit them to lie idle until 
‘this time arrived. Land must increase 
10 to 15 per cent in value annually in 
order to justify investment in its devel- 
‘opment, he said. He told of experi- 
ences of some cities which laid costly 
public service lines without ability to 
put them to use. 

_ Mr. Knowles urged home ownership 
to bring improved citizenship. The 
Beret question is proper financing, he 
“said. Operative-builders offer the best 
hope to stop the decline in home owner- 
ship, he said, pointing out evils in gov- 
ernment assistance and in industrial 
homebuilding. 


7 INSURANCE A TOPIC 


_ At the Insurance Group meeting, 
casualty insurance and accident preven- 
¢ tion were discussed by George W. Wells, 
_Jdr., insurance commissioner for Minne- 


vention by Stacey W. Wade, insurance 
commissioner for North Carolina. H. A. 
Smith, president National Fire Insur- 
ance Company, described the insurance 
“service of the chamber for 1924-1925. 

__ According to Mr. Wells, the-policy- 
older should be vitally interested in 
getting the maximum service from the 
reservoirs of insurance funds and that 
the supply in them'is conserved so there 
‘is no unnecessary drain to pay for 
losses that could have been prevented. 
Among things the policyholder should 
do are: (1) Read the contract and know 
just what it contains; (2) place insur- 
ance only with carriers authorized to 
do business in this country; (3) safe- 
guard legislation interests; (4) reduce 
waste. 

_ Forty-two states, said the speaker, 
now require practically that employees 
injured as the result of industrial acci- 
dents be indemnified according to a 
definite schedule regardless of the ques- 


‘sota, and fire insurance and fire pre- ' 


tion of negligence of the employer. 
This is now taken as an accepted condi- 
tion of doing business. Legislators 


alone are not responsible for this trend. 
They are influenced by the opinion of 
constituents. Insurance companies have 
no voice in forming these laws. 


Policy- 


SHE 


holders themselves are at fault because 
legislators do not know what they are 
thinking. While the individual cannot 
do much, co-operation through cham- 
bers of commerce or trade associations 
should allow groups of policyholders to 
speak with authority. 


American Association News 


Exhibit Space Application Forms 
Go Out Monday 


ByeE..C. J DELL 


Director of Exhibits American Electric Railway Association 


PPLICATIONS for exhibit space 
for the October convention will be 
mailed from association headquarters 
on June 1. June 30 is the last day to 
file space requests in order to have them 
considered by the committee when it 
meets to make the initial space assign- 
ment early in July. 

The hotel managements are making 
arrangements to take care of the larg- 
est crowd of convention delegates ever 
assembled in October. Many companies 
postpone this until after the vacation 
season. This procrastination often re- 
sults in disappointments. 

Railway companies and car manufac- 
turers will have an excellent opportu- 
nity this year to show city or interur- 
ban cars. The Atlantic City authorities 
have provided a specially built track 
down Arkansas Avenue which will ex- 
tend from the trolley tracks on Atlantic 
Avenue to the foot of the Boardwalk. 
A temporary curve will connect this 
track with the trolley tracks. Cars will 
come in over the Pennsylvania Railroad 
carded to the Chelsea yard and will be 
run down to Arkansas Avenue and over 
to the foot of the street opposite the 
Pier, The association has received a 
special rate from the drayage con- 
tractors, which will materially reduce 
the cost to exhibitors. The association 
has never, until this year, had proper 
space to show ears at Atlantic City. 
The platform which was usually pro- 
vided at considerable expense only ac- 
commodated four or five cars and the 
exhibitors were put to great expense 
to get the cars over to and placed upon 
this platform. 

Railway companies will again be 
given an opportunity to-exhibit on the 
Pier. Last year some half dozen rail- 
ways used space for various purposes. 
Among them were the Chicago Rapid 
Transit Company, the Chicago North 
Shore & Milwaukee Railroad, the Pub- 
lic Service Railway and the United 
Railways & Electric Company of Balti- 
more. These exhibitors used their 
booths to show what they were doing 
in the way of bus operation, general 
advertising, safety work, maintenance 
and engineering work, record keeping, 
etc., and to give their delegates head- 
quarters on the Pier. 

Space applications have been sent to 
all railways and it is expected the re- 
sponse to the opportunity presented will 
be quite general, especially from the 
larger companies. 

The executive committee has set aside 


a special day for the inspection of ex- 
hibits. Wednesday, Oct. 7, will be de- 
voted entirely for this purpose. No 
meetings of any kind will be held and 
the delegates will be free to devote the 
time to looking over the various dis- 
plays. 

At a recent meeting of the executive 
committee the following resolution was 
passed: Pao 

“Whereas. certain manufacturers of 
automotive equipment have in past 
years brought buses to our Atlantic 
City convention and parked such ‘ve- 
hicles at advantageous points in the 
vicinity of prominent hotels and ex- 
tended invitations to railway delegates 
to accompany their representatives on 
demonstrations trips; and 

“Whereas such practices tend to de- 
feat the purposes of the exhibition by 
reason of such railway delegates ab- 
senting themselves at various times 
from the exhibition proper and thus per- 
haps neglecting the study of exhibits 
of other manufacturers; and 

“Whereas the action of this commit- 
tee last year in withholding its ap- 
proval of such practice proved to be so 
satisfactory for all exhibitors at the 
convention; therefore, be it 

“Resolved, That this executive com- 
mittee in meeting assembled this 14th 
day of April, 1925, hereby again votes to 
look with displeasure upon any manu- 
facturers having exhibits at any place 
other than that designated by the asso- 
ciation.” 

This action by the committee is for 
the benefit of the convention as a whole, 
as the most important thing about any 
convention is to keep the delegates to- 
gether all during the meeting. No one 
manufacturer should be given the op- 
portunity of having any advantage over 
any other manufacturer. Besides, it 
places some restraint upon those man- 
ufacturers who are not connected with 
the association as members, but who do 
take advantage of the convention and 
come to Atlantic City with the idea of 
demonstrating their products in hotel 
rooms or upon the streets. Therefore, 
the executive committee’s action is 
nothing more or less'than a protection 
to all association members and exhib- 
itors. 

If you have not already done so get 
your space applications into headquar- 
ters without delay. If for any reason 
you have not received applications it 
is suggested you communicate promptly 
with association headquarters. 
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Roller Bearings for Worn 
Trolley Bases 


PINDLES and inside bearings 

have become worn, so that re- 
pairs are necessary on a number of 
U. 8S. No. 1 trolley bases used by the 
New York State Railways, Utica 
lines. These are reconstructed in the 
Utica Park shop of the company in 
the following manner. The spindle is 


Reconstructed Trolley Base on Which Cold- 
Rolled Steel Rollers Are Used in 
Center Bearing 


turned down slightly and a small cut 
taken off inside the bearing. This 
leaves a space so that cold-rolled steel 
rollers can be installed. 

With the first reconstruction, $ in. 
diameter rollers are used. The size 
is increased to ¥s in. and to 4 in. as 
further wear takes place. This type 
of construction is made just as 
cheaply as boring out and rebushing 
could be done, and at the same time 
the advantages of a roller bearing 
are obtained. 


Keeping Down Number of 
Joint Failures 


N THE Eastern Massachusetts 
Street Railway system an exten- 
sive welding program carried on dur- 
ing the past four years has raised the 
mileage of welded track to 58.3 per 
cent of the total. This company has 
331.9 miles of paved track, of which 
149.7 miles, or 45.1 per cent, is 
welded, and 305.2 miles of unpaved 
track, of which 221.5 miles, or 72.5 
per cent, is welded. 
Altogether there are 99,629 welded 
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RAIL JOINT FAILURES ON EASTERN 
MASSACHUSETTS STREET RAILWAY 


1921 1922 1923 1924 
Joints welded 34,771 37,415 17,841 9,602 
Plate failures 151 114 258 292 
Rail failures 126 69 125 85 
Weld failures 96 24 II 9 
Total failures 373 207 394 386 


CLASSIFICATION OF RAIL JOINT FAILURES 
FOR 1924 BY TYPE OF RAIL 


Old New 
Plates Plates 

7-in.and 9-in. grooved 
girder rail......... 12 Pe 28 
70-Ib. and 75-lb. T- 


Rail Welds 


Pailin eee 3 32 3 
60-lb., 58-lb. and 56- 

Ib. T-rail......... 45 5 22 6 
50-Ib. and 48lb. T- 

Pail)... oe eee 1 oe 3 

Total... eee 284 8 85 9 


joints on the system. During the 
past four years there have been 1,360 
failures, or 1.365 per cent of the total. 
In 1924 only 386 failures occurred, or 
0.388 per cent. Plate failures have 
been more numerous than any other 
kind, with rail failures second. De- 
tailed figures concerning failures are 
given in accompanying tables. 

Welding has been done by the me- 
tallic are process, particular attention 
being paid to the training of the men, 
as explained by Frank B. Walker in a 
paper recently presented before the 
American Welding Society, an ab- 
stract of which was published in 
ELECTRIC RAILWAY JOURNAL, May 2, 
page 698. Careful training and in- 
spection are believed by the manage- 
ment to be the reasons for the low 
proportion of failures. 


Acetylene Generators Prove 
Economical 


OW-PRESSURE oxweld acetylene 
generators of the twin type have 
been installed by the New York State 
Railways in its overhauling shops at 
Utica, Syracuse and Rochester. The 
accompanying illustration shows the 
installation in the Utica Park shops. 
The outfits have a capacity of 100-lb. 
nut carbide 14 in. x #in. and produce 
100 cu.ft. of acetylene per hour. An 
advantage of the twin type of gener- 
ator is that an uninterrupted flow of 
gas can be maintained, as one gener- 
ator can be charged while the other is 
generating. The equipment is in- 
stalled in a concrete foundation with 
drains in the floor so that refuse runs 


into the sewer. 
will settle before it goes to the sewer 
a sump is provided outside the build- 
ing. This is cleaned out at frequent 
intervals. 
saving of approximately two-thirds 
over the cost of buying gas. 
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Acetylene Generator Installation at 
Utica Park Shops 


So that the refuse 


The company reports a 


Preventing Converter 


Brushes from Being Raised 


OTARY converters in substations _ 
of the Interborough Rapid Tran- | 


sit Company, New York, N. Y., which 
are started from the alternating- 
current side are provided with brush- 
lifting devices to avoid excessive 
sparking at the commutator while 
starting. Movement of the brushes 
up and down is controlled from a 
lever with handle. 
this device is to provide for lifting of 
brushes while the machine is at rest, 
and while no current is passing from 
the brushes to the commutator. When 
at times they were lifted while the 
machines 
results followed and in some cases 
the machines were badly damaged. 
To prevent such occurrences, a special 
interlocking device has been applied 
to these rotary converters to prevent 
improper use of the brush-lifting © 
device. 


The intention of 


were loaded disastrous 


ay 30, 1925 


ELECTRIC RAILWAY JOURNAL 


859 


Gear Case Clamps Are Made on This Rivet Machine at a Rate 
of More Than 100 per Hour 


_ The safety equipment consists of 
two control switches operated by push 
buttons, the push buttons in turn be- 
‘ing closed or opened by the handle of 
the brush-lifting device. With the 
operating lever in the down position, 
that is, with the brushes raised from 
the commutator, one control switch is 
opened by the lever pressing against 
‘a push button. This opens the cir- 
cuit to the closing coil of the positive 
switch and so prevents the operator 
from picking up “load’’ while the 
‘brushes are off the commutator. With 
the brush-lifting lever in the up posi- 
tion, that is, with the brushes in con- 
tact with the commutator, the other 
control switch closes the circuit so 
‘that the operator is able to open or 
close his main switch and to drop or 
‘pick up load as he may desire. A 
‘small movement of the brush-lifting 
ever away from its up_ position 
closes the circuit to the push button 
‘and trips the main positive switch so 
as to cut the rotary converter off the 
irect-current bus. This occurs be- 
ore the brushes can be raised from 
he commutator and the machine is 
ereby saved from flashing over. 


on a Rivet Machine 


UCH time has been saved in the 
LY LHomewood shops of the Pitts- 

rgh Railways by the practice of 
aking gear case clamps on a rivet 
machine instead of doing this work 
hand. The machine used is a 


Making Gear Case Clamps _ 


Hanna riveter, made by the William 
kK. Stamets Company, equipped with 
a special die for the purpose. Five 
movements of the machine are made. 
The first bends a steel rod to U- 
shape. The eye at the end is made 
in two more movements, and as there 
are two eyes this makes a total of 
five. About 30 seconds is required 
for the entire process. Previously 
gear case clamps were made by the 
blacksmith at a rate of ten per hour. 


Work Car Crews Have 
Comfortable Quarters 


EAVY material used by the 

United Railways & Electric Com- 
pany of Baltimore on track main- 
tenance and reconstruction jobs is 
transported by work cars from the 
Columbia Avenue storage yard to the 
location where it is needed. Crews 


to operate these cars are under the 
direction of the superintendent of 
work vars, who has his office at the 
storage yard. Because the transpor- 
tation of such material cannot al- 
ways be arranged so systematically 
as is the operation of passenger cars,. 
work crews often have a certain 
amount of spare time on their hands. 
Comfortable quarters and_ recre- 
ational facilities have been provided 
for these men in the building shown 
at the left in the accompanying illus- 
tration. This serves also as an office 
for the superintendent of work cars. 
As all cars must pass the building 
when leaving the yard he is able to 
keep a careful check on their opera- 
tion. 


New Equipment 


Available 


Portable Oil Burning 


Furnace 


KEROSENE oil furnace mounted 
on wheels has recently been 
placed on the market by the Chausse 
Oil Burner Company, Elkhart, Ind. 
This furnace is intended particularly 
for use in electric railway shops for 
melting lead, babbitt, cyanide for 
case hardening, or boiling water, 
heating pipe and conduit to be bent, 
and expanding collars, gears, etc., 
which are to be shrunk on axles. 
The machine is a combination of. 
a Chausse oil burning torch with a 
retort. The forge weighs about 160 
lb. empty and it has a width of 20 in., 
length of 36 in., and height of 33 in. 
The heating chamber is 14 in. x 
14 in. x 16 in. high and is lined with 
firebrick with a flame entrance from 
the bottom. The kerosene tank holds 
12 gal., which is sufficient for twelve: 


Building at Left Provides Recreational Facilities for Crews 
of Service Cars in Baltimore 
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hours operation at maximum tem- 
perature. The burners consume 
1 gal. per hour and will deliver. suffi- 
cient heat to melt 200 Ib. of lead in 
from 20 to 30 minutes from a cold 


Portable Oil Furnace for Shop Use 


start. The maximum temperature 
generated by the burner is 1,800 
deg., and any reduction in the 
amount of heat generated will, of 
course, decrease the fuel consump- 
tion. Pressure on the tank is main- 
tained between 10 and 20 lb. by a 
Chausse hand pump. The wheel 
mounting of this machine is a con- 
venient feature. When stationary, 
the forge sets horizontally on a firm 
base. By lifting on the handles at 
the end opposite the wheels, the 
wheels are lowered and the machine 
can be moved about without tilting. 
When tipped down again, the wheels 
_rise so that the base forms a firm 
support. 


Lock for Fare Boxes 


ECURITY against being picked 

or vibrated into release is pro- 
vided in a four-way lock now being 
placed on the market by the Cleve- 
land Fare Box Company, Cleveland, 
Ohio, particularly for locking its 
fare boxes. A number of electric 
railways have already adopted this 
as their standard for fare-box equip- 
ment. The four-way lock is opened 
by a four-sided key, each side of 
which is specially grooved to fit a 
particular lock. All sale numbers 
are registered and the patentee will 
register the name of the purchaser 
and the lock numbers, so that dupli- 
cate keys may be purchased only by 
the owner. 

The lock body is machined from a 
solid block of bronze, all other parts 
being of brass, with the exception of 
the shackle and. shackle stop pin. 
The shackle is open-hearth, cold- 
rolled steel, case hardened for theft 
and rust protection. The shackle 
stop pin is of music wire, spring 
steel copper plated. The lock has a 
grooved slot in the shackle which 


locks in the grooved slot of the bolt 
in such a manner that it is impos- 
sible to vibrate it out of a locked 
position. The lock can be oiled to 
increase its life and also prevent 
freezing when exposed to moisture in 
cold climates. 

The size of the lock is 2 in. x 
lus in. The shackle is of 2-in. steel, 
and the clearance between the top of 
the case and the under side of the 
shackle is 12:-in. 3 


Telescoping Boom for 
Truck Cranes 


SERS have found that long 
crane booms are sometimes a 
hindrance rather than a help, while 
short ones do not provide for a suffi- 
cient boom range. To meet these 
conditions an improved form of tele- 
scopic boom has been designed by 
the Ellwell Parker Company, Cleve- 
land, Ohio, for its type C.K. portable 
electric cranes, with four settings 
between 12 and 17 ft. The boom is 
of all-steel construction and is raised 
or lowered by special cables operated 
from an electric motor-driven hoist 
unit with two grooved drums. The 
second drum carries separate 2% in. 
plow steel non-twist cables to a two- 
part line-hook block sheave on the 
boom tip. 
The heavy side panels of the boom 
are latticed and gusseted with a con- 
tinuous #-in. steel plate extending 
from the hoist cable sheave to the 
boom elevating sheave. The lower 
box or enveloping section of the 
boom is of plate steel, providing a 
strong support for the telescopic 
portion. 
The distance from the top of the 
boom to the hook is but 23 in. This 
has been accomplished by suitably 


Portable Electric Crane with 
Telescoping Boom 


locating the trip switch: This de- 
sign has advantages when handling 
loads in low head room, or for reach- 
ing over a gondola car, or motor 
truck. The steel crane column is 
supported on ball and roller bearings. 
This column, set in a heavy pedestal, 
is firmly anchored to the main frame. 
The boom is furnished with either a 
hand or motor slew as desired. 


Portable: Electric. Cwie 
~ Drill Grinder 


FFICIENT work at a rapid rate 

by. unskilled workmen is a 
feature of a portable electric twist — 
drill grinder called the “Keypower,”” 
which is being manufactured by the 


New Portable Electric 

Twist Drill Grinder 
Keystone Grinder & Manufacturing 
Company, Pittsburgh, Pa. 

The grinding action is produced 
by light pressure of the drill against. 
the face of the grinding wheel. This 
light pressure method of grinding 
permits rapid work,. and prevents 
burning of the steel or drawing the 
temper of the tool. The tool or drill’ 
is held firmly in place by means of a. 
wedge-shaped tool holder that assures 
uniform results and eliminates the 
uncertainty of hand application. No 
water is necessary during the grind- 
ing process, since there is a con- 
tinuous air circulation on the face of 
the wheel that cools the tool. 

A Westinghouse 3-hp. motor pro- 
vides the motive power. An attach- 
ment cord enables the machine to be 
plugged into any ordinary socket. It 
is capable of redressing all shap 
and kinds of edge tools and is fittec 
for grinding + in, to 14 in. drills. 

This device has been found p 
ticularly useful by construction gan 
and in railway repair shops an 
yards, due to its portability, 
machine weighing only 60 lb. Wit 
it tools can be ground right on thi 
job. A heavy hood over the grind 
ing wheel gives ample protection © 
the operator. 
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__ The News 


Relief Sought for Continuation 
_.. ..of Tri-City Operation 


_Relief measures. which the Tri-City 
Railway of Illinois expects to ask of the 
Tilinois Commerce Commission have 
been disclosed to the municipal govern- 
ment in a conference between members 
of-the City Council and railway offi- 
cials. These measures are: 

_1. Further extension of service by buses 
instead of track construction and electric 
line extension. 

. 2. Inerease of approximately 40 per cent 
in fares through the abandonment of the 
identification card and 5-cents-a-ride plan 
and the substitution of the 10-cent fare 
with three rides for 25 cents. 

_. 3. Arbitration of employees’ wages on the 
basis of the company’s ability to pay rather 
than the demands of the unions. 

4. Abandonment of certain lines_ on 
streets where repaving is contemplated by 
the city, including Fourth Avenue west of 

Fifteenth Street. 

The traction lines were represented 
by President R. B. MacDonald and T. 
C. Roderick, general manager. If relief 
is not secured the company states that 
it will not be able to continue to operate 

_ the railway in Rock Island and Moline. 
Figures presented by the company 

‘showed a deficit in 1924 of $12,323. 
Gross earnings were $755,622, operat- 
ing expenses and taxes $767,946. Last 
year the number of revenue passengers 
carried on the Illinois lines was 10,574,- 

_ 361, whereas in 1923 it was 11,761,675. 

In 1920 the number of passengers car- 

ried was 16,842,215. 

The report of the traction company 
also indicates that in the last five year's 
the company failed by $1,358,977 to 
earn the amount allowed it by the 
_ State Commerce Commission, that 
_ body’s findings allowing a return on in- 
_ vestment of $315,000 annually. 

t Trainmen are at present receiving a 
wage of 58% cents an hour. .‘Their 

] wage contract expires on June 1, 1925, 

and their working agreement contract 

expires June 1, 1926. 


Decline in Traffic in Baltimore 
Explained 


Elimination of certain fare zones in 
_ Baltimore, Md., and the increased: use 

of the automobile are held to be largely 

responsible for a decrease in traffic in 

Baltimore, according to a statement 
issued by the United Railways & Elec- 
tric Company. The company feels that 
_ the increase in fare put into effect last 
June has been a negligible factor in the 
decline. In support of this claim sta- 
tistics are cited from other cities in 
which there have been no recent in- 
creases. They disclose that the decline 
has been greater than in Baltimore. 

In making comparisons the company 
cites that in January, February and 
March of this year the total number 
of revenue passengers was 55,599,351, 
compared with 58,770,572 for the cor- 
responding period of 1924. It is stated 


difference so far as 


by the company that this difference of 
approximately 3,000,000 is an apparent 
individual car 
riders are concerned. It is a difference 
largely due to the fact, it is claimed, 
that since June, 1924, many Baltimore 
passengers have paid one fare less 
than they did before that time because 
of fare zone extensions made at the 
time the 74-cent fare became effective. 
In other words, there are now many 
lines on which patrons formerly 
counted as three revenue passengers, 


but on which they count now as only 
two, and there are others that have been 
reduced from two to one. The company 
says that a fairly accurate estimate of 
the loss in revenue passengers due to 
these changes in zones and fares is 
2,075,083, making the comparable fig- 
ures 58,770,572 for 1924 and 57,674,434 
for the first three months of this year, 
a difference of 1,096,138, or 1.86 per 
cent, compared with a loss of 4.04 per 
cent for the eight cities chosen for pur- 
poses of comparison. 


Ruling Hits Taxis 


West Virginia Decision Enjoins Taxi Men from Soliciting Business 
Along Railway Route Between Princeton and Bluefield— 
Argues State Must Protect Public Servants— 
Over-rules Former Decision 


HAT is said to be the first deci- 

sion of its kind not only in West 
Virginia, but in the United States as 
well, is that in which the Supreme 
Court of West Virginia has awarded an 
injunction to the Princeton Power Com- 
pany against C. K. Calloway and two 
other taxi drivers enjoining them from 
soliciting passengers along the electric 
railway lines of the company between 
Princeton and Bluefield, W. Va. The 
Circuit Court of Mercer County had 
handed down a finding in favor of the 
taxi drivers, but the Supreme Court 
over-rules the lower court. 

The Supreme Court in its finding 
held that the policy of the state as 
evidenced by the road law and by the 
statutes relating to the Public Service 
Commission was not to invite or en- 
courage ruinous competition between 
public carriers, but on the contrary was 
intended to protect such public servants 
in the enjoyment of their rights so that 
the public might be served more effi- 
ciently and economically. With the 
burdens and duties thus imposed upon 
a carrier and public control thereof 
established by law, the Supreme Court 
believed that the state was under the 
moral, if not the legal, obligation to 
give reasonable protection consistent 
with the public weal to the rights and 
franchises of such public service corpo- 
ration. As evidence of the protection 
which the state intended giving public 
carriers with permits under the state 
road law, the act of 1923 amending the 
state law of 1921 provided that no such 
permit should be issued until it had been 
established to the satisfaction of the 
commissioners that the privilege is 
necessary or convenient to the public, 
and that this service is not being ad- 
equately performed by any other person. 

The court ruled that if the plaintiff 
instead of operating an electric railway 
was engaged in operating a bus line 
over this highway between these termi- 
nals under a certificate of convenience, 
there would seem to be no doubt about 


its right to protect by injunction its 
business against unlawful interference; 
that the plaintiff in this case held a 
license to operate its electric railway 
between certain cities, and at great 
expense had constructed its line and 
procured the necessary equipment of 
cars and devoted its capital and prop- 
erty to the public use. It had thus 
placed itself under the power and con- 
trol of the Public Service Commission 
and of the courts to require of it proper 
and adequate service for the public. 

The court reviewed the charges of 
the company and answers of the re- 
spondents. The Princeton Power Com- 
pany sought injunctive relief on the 
ground that such operation meant ir- 
reparable injury to it and was illegal 
because no certificates of convenience 
for such operation had been authorized 
by the State Road Commission. The 
plaintiff alleged that the defendants 
were not entitled to operate automo- 
biles for carrying passengers for hire 
over fixed routes and between fixed 
terminals and in opposition to the rail- 
way business; that defendants had no 
certificates except as incident to their 
general taxicab business, but that, in 
violation of the rules and regulations 
promulgated by the State Railroad 
Commission, each of them had been 
engaged in the business of operating 
automobiles over the highway between 
the cities of Princeton and Bluefield. 
By this means these taxicab drivers 
were carrying a large number of pas- 
sengers, depriving the Princeton Power 
Company of said business and the com- 
pensation therefor, the rate charged 
by the defendants being 50 cents in- 
stead of 40 cents charged by the plain- 
tiff for the same service. 

The taxi men made certain admis- 
sions, but denied that the Princeton 
Power Company was furnishing ad- 
equate transportation facilities for the 
transportation of passengers between 
the cities of Bluefield and Princeton, 
and also denied that its vehicles were 
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fully adequate for said purpose. They 
admitted that they had no permit or 
certificate authorizing them to operate 
their cars over the regular route be- 
tween the fixed terminals, and that no 
other person or corporation had any 
such certificate or permit, and as the 
State Road Commission had not estab- 
lished any regular route over and along 
said highway, the same was open and 
free to all persons having licences to 
operate taxicabs and other vehicles. 
In conclusion the court said: 


The defendants, with licenses to operate 
jitneys only, and who have never obtained 
certificates of authority to operate buses 
between the fixed terminals of the plain- 
tiff, nor given bond or otherwise qualified 
to serve the public served by the plain- 
tiff nevertheless declare their purpose and 
right to continue their unlawful practice 
of running their jitney cars over the public 
road between said terminals, regardless of 
the rights and obligations of the plaintiff. 
For this the authorities hold they may be 
enjoined. Our conclusion is to reverse the 
decree below, and to enter such decree here 
as we think the Circuit Court should have 
pronounced, enjoining the defendants and 
each of them, until they shall have acquired 
authority and have certified so to do in the 
manner provided by law, from operating 
their cars along or over the public road 
between the cities of Princeton and Blue- 
field, or any substantial part thereof, ex- 
cept as may be necessary to travel the 
same as incident to their ordinary taxi 
business, and from soliciting patrons or 
business at either of said terminals, or at 
any point along the said road, with intent 
of carrying persons or property regularly 
over said road or substantially the same 


route. 
Fact-Finding in P.R.T. Fare Case 


J. Rowland Bibbins has been retained 
by the city of Philadelphia to make a 
detailed study of the transit situation 
in connection with the fare determina- 
tion now pending before the Pennsyl- 
vania Public Service Commission. He 
will aid the City Solicitor, Joseph P. 
Gaffney, in concluding promptly the 
city’s final presentation before the com- 
mission. 

Mr. Bibbins is at work with a spe- 
cialized force of engineers and account- 
ants to ascertain the basis facts of 
physical condition, operation, expendi- 
tures and revenue requirements as 
affecting the adequacy of the company’s 
present budget appropriations and 
rates of fares. 

The findings of facts presented from 
Mr. Bibbins’ examination are expected 
to provide the basis for a reconsidera- 
tion of the normal requirements of the 
property both for present and near 
future and bring the questions at issue 
to an early conclusion. At the last com- 
mission hearing full city-company co- 
operation to this desired end was 
offered and accepted. 

While the commission has tempor- 
arily authorized the present fare, final 
decision rests upon the conclusion of 
hearings scheduled to begin this July. 


Will Rehear International 
Railway’s Rate Case 


The New York State Public Service 
Commission has indicated it would ap- 
prove an application by the Interna- 
tional Railway, Buffalo, for a rehear- 
ing of the rate case which recently 
authorized the traction company to in- 
crease its fares from 7 cents to 8 cents 
or two tokens for 15 cents. The com- 
mission indicated that formal action on 
the company’s application would be 
taken early in June. 


e 


The International now contends that 
after a thorough tryout of the 8-cent 
fare or two tokens for 15 cents, the 
revenue is still insufficient and a higher 
rate of fare should be had if the com- 
pany is to restore its credit standing 
and pay its bond interest. 


The James H. McGraw Awards 
for Electrical Men 


To encourage individual initiative 
and creative thinking among electrical 
men, James H. McGraw, president of 
the McGraw-Hill Company, Inc., New 
York, publisher of the ELEctTRIc RAIL- 
WAY JOURNAL, has established four 
annual awards, three to be competed 
for by the men of the manufacturing, 
jobbing and contractor-dealer branches 
of the electrical industry, respectively, 
and the fourth to be open, in addition, 
to men of the central-station industry. 

The awards will be presented in the 
first three instances to that man in 
each field who is judged to have made 
the most important personal contribu- 
tion to improvement or progress in the 
advancement of either the processes or 
practices or policies of manufacturing, 
jobbing, contracting or merchandising. 
A fourth award will be given to that 
electrical man in any of the four 
branches of the industry who has con- 
tributed the most valuable and useful 
idea for promoting co-operation be- 
tween any two or more branches. 

No separate award is made to men 
of the central-station industry exclu- 
sively, in deference to the fact that 
this field is already covered by the 
James H. McGraw prize and other 
annual awards, presented each year at 
the convention of the National Electric 
Light Association. 

Each award will take the form of a 
bronze medal and a purse of $100 in 
gold. The Society for Electrical Devel- 
opment has been requested to act as 
sponsor for these awards and appoint a 
committee to prepare an appropriate 
medal and conduct the contest. 

The first competition for these four 
McGraw awards will close on Sept. 1, 
1925. Candidates must submit their 
statements not later than this date, ad- 
dressed to the James H. McGraw 
Awards, in care of the Society for 
Electrical Development, 522 Fifth Ave- 
nue, New York City. Subsequent 
awards will be presented annually. 

Any man of the electrical industry 
who feels in doubt as to whether a 
certain idea or service rendered is 
applicable or eligible for entry for 
the award is invited to communicate 
directly to the James H. McGraw 
Awards, in care of the Society for 
Electrical Development, 522 Fifth Ave- 
nue, New York’ City. 

The committee of awards appointed 
by the Society for Electrical Develop- 
ment includes: W. W. Freeman, presi- 
dent Union Gas & Electric Company, 
Cincinnati, Ohio; H. B. Crouse, presi- 
dent Crouse-Hinds Company, Syracuse, 
N. Y.; W. E. Robertson, vice-president 
Robertson Cataract Electric Company, 
Buffalo, N. Y.; L. K. Comstock, presi- 
dent L. K. Comstock & Company, New 
York, N. Y.; F. M. Feiker, vice-presi- 
dent the Society for Electrical Develop- 
ment; Earle E. Whitehorne, commer- 
cial editor ELECTRICAL WORLD. 


U.S. Supreme Court Decides Joint 
Rate and Transfer Case 


The United States Supreme Court 
on May 25 affirmed the decision of the 
lower courts in granting an injunction 
to the Belt Line Railway Corporation, 
New York City, against enforcement of 
an order of the Public Service Com- 
mission (now the Transit Commission) 
establishing joint routes on the street 
railways of New York City and pre- 
scribing 5 cents as the maximum fare. 
to be charged. 

The case at issue involved transfers. 
The decision declares that receipt of 
only 2 cents for a passenger carried on 
a transfer by the complaining corpora- 
tion is confiscatory. 

J. H. Banton, District Attorney, the 
county of New York, the State of New 
York and the Transit Commission ap- 
pealed from the decision of the lower 
courts. The Belt Line’ Railway Cor- 
poration is a minor carrier, operating 
the 59th Street line. It resisted an 
order of the Public Service Commis- 
sion establishing joint routes and max- 
imum fare in 1912. After a hearing 
when proceedings were started in 1920, 
the Transit Commission declared a 
7-cent fare on joint routes proper, but 
the Belt Line applied for a rehearing, 
alleging that rate confiscatory, but be- 
fore the rehearing was completed ap- 
plied for the injunction. 

The Supreme Court, in an opinion by 
Justice Butler, declares the evidence 
shows that passengers cannot be car- 
ried on transfer for 2 cents and that 
a rate of this kind is confiscatory. 


Five Cents More Asked 
by Chicago Men _ 


Negotiations have begun between the 
Chicago Surface Lines and their 18,000 ~ 
employee members of the union for a 
new wage scale. The men demand a 
5-cent increase. The company offered 
counter terms carrying a scale of 5 
cents less than the 1924-1925 contract. 
The present basic wage is 75 cents and 
the men want 80, a restoration of the 
peak scale of 1922. 

Besides the wage increase the men 
ask for an insurance plan to be paid for 
by the company and request that all 
night runs end at 6 a.m. 

The company countered with an offer 
regarding working conditions, but the 
scale suggested was that of 1923, or 
70 cents an hour. It. was pointed out 
that the difference in wages and reve- 
nues since then have gone against the 
company more than $2,000,000 in the 
fiscal year ended in February, 1925. 

Other terms suggested were: 

Week day runs to be as near eight 
hours as possible; time and one half 
for all time over nine hours. 

Night car runs shall be straight and 
as near eight hours as possible. 

Allowances to be paid on basis of 
straight time only. 

Percentage of straight runs to be 
readjusted. 

Meal fall back allowance to be 20 
minutes. P 

Negotiations are likewise going on 
between the elevated lines and their 
employees, but the outcome there will 
follow closely the results of the Surface 
Lines settlement. 


“ 
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Spartanburg Favors Street Cars 


By a vote of 690 to 382 the citizens 
of Spartanburg, S. C., recently decided 
against the adoption by the City 
Council of an ordinance to release 
conditionally the South Carolina Gas & 
Electric Company from the franchise 
requiring it to operate electric raliway 
cars. 

The vote at the election requires 
that the concern rehabilitate its railway 
in accordance with the terms of the 
franchise granted by the city to the 
original company about 30 years ago. 

The ordinance drafted by the City 
Council provided that the company be 
relieved of the necessity of operat- 
ing cars on condition that it remove 
its tracks and bear the expense of re- 
pairing and paving that portion of the 
street lying between the tracks and 18 
in. on either side. In addition the rail- 
way company was to provide a bus 

service. The South Carolina Gas & 
Electric Company, recently bought by 
the W. S. Barstow Management Asso- 
ciation, is at present operating one 
railway line, supplemented by bus sery- 
‘ice extending all over the city: 
Several years ago the company, be- 
fore it was taken over by Barstow, 
discontinued railway service in the city. 
_ Litigation was instituted by the city 
and carried under appeal into the 
“United States Supreme Court. Follow- 
; the purchase by the W. S. Barstow 


Council that it would restore railway 
service if litigation were stopped. The 
“proposition was accepted by the city. 
Some months ago the South Carolina 


tion of a single street ‘car Tine which 
‘Yuns from Morgan Square out East 
Main to Pine Street and out Pine 
Street to East Spartanburg, thence to 
Clifton. The line was supplemented by 
bus service covering practically the 
vest of the city. At a meeting of the 
_ City Council several weeks ago it was 
© decided in view of the rehabilitation 
rogram to call a special election to 
‘determine whether the utility should 
_ be allowed conditionally to run buses 
instead of street cars or be required to 
‘restore electric railway service on all 
city lines. 


_ Department of City Transit in 
_ Pittsburgh to Supervise Utilities 


The creation of a City Transit Com- 
mission, in Pittsburgh, Pa., to be ap- 
pited by the Mayor subject to the ap- 
val of Council, is provided for by 

e recent approval by Gov. Gifford 
Pinchot of the bill of Representative 
“ites Allegheny. The measure gives 
the Council the right by ordinance to 
‘@eate the Department of City Transit 
and specifies the term of appointment 
0 the five members of the commission. 
The department is to have the power to 
lesign, construct, manage, and super- 
e all transit facilities purchased, 
ased, located, constructed or other- 
se acquired, equipped, owned, used 
operated by the city. The facilities 
we to include both subway and ground 
rations and all parts of the general 
quipment of transportation companies. 
@ commission is directed to carry 
mto effect the laws of the state and 


the ordinances of the city pertaining to 
transit facilities and shall from time 
to time make its recommendations to 
the Council for the improvement and 
development of facilities for transporta- 
tion of persons and property within the 
city. Engineers, draftsmen, designers 
and technical employees may be ap- 
pointed whether or not they are resi- 
dents of the city. 


Drops $100 in Detroit Fare Box 
to Make Up Deficit 


One of the routes in Detroit on which 
bus service has been installed as a sub- 
stitute for a shuttle trolley line is on 
Dearborn Avenue in what is known as 
the Delray district. On this route an 
electric car ran back and forth on a 
single track to connect two through 
electric lines on adjoining avenues. 
This meant one or two transfers for 
practically every passenger, and the 
Delray Business Men’s_ Association 
asked the Department of Street Rail- 
ways to see what could be done and 
agreed to repay the deficit for a better 
service. After a traffic survey, the de- 
partment decided to extend its Port 
Oakwood coach line so as to give 
through service over this section of 
Dearborn Avenue, and the shuttle trol- 
ley car was withdrawn. 

On April 1, 1925, after about a month 
of bus service, the president of the 
Business Men’s Association deposited 
two $50 checks in the fare box of one 
of the buses, in confirmation of the 
agreement to make up the deficit in- 
curred by the extension of this service. 


Dissension in Boston Over 
Arbitration Method 


The time arriving for a change in 
wages and working conditions, if there 
are to be any, the carmen’s union of the 
Boston Elevated Railway, Boston, Mass., 
has filed its demand for a substantial 
increase in wages. In the ordinary 
course of events these demands would 
go to arbitration, for the public trus- 
tees do not propose to pay the increase. 
The agreement provides for arbitration. 
Such arbitrations in the past have re- 
sulted in compromises, and increased 
pay. 

This year the Boston Elevated has 
asked for a change in the method of 
arbitration. It suggests that the com- 
pany nominate five men, from among 
whom the union shall select one to 
represent the company, and the union 
to nominate five men, of whom the com- 
pany shall select one to represent the 
union, and the two men so selected 
shall choose the third arbitrator. 

The union refuses to accept this form 
of arbitration and has decided to hold 
to the system that has been used for a 
dozen years. In accordance with that 
decision it-has selected James H. Vahey 
to represent it again. Mr. Vahey has 
been its counsel and arbitrator for 
many years. The Elevated has selected 
Roland W. Boyden as its repersentative. 
Mr. Boyden was the United States gov- 
ernment’s unofficial observer at the 
Reparations Commission conferences in 
Europe. These two men will select the 
third man to sit with them if the new 
wage proposition has to be arbitrated 
in the old way. 


New York Central Suggests Use 
of Diesel Locomotive 


The New York Central Railroad, 
which has been ordered by the Public 
Service Commission of the State of 
New York to carry out extensive elec- 
trification projects on certain of its 
lines entering New York City, has pre 
sented a petition to the commission inti- 
mating that the road has a method of 
solving the elimination of steam loco- 
motives in a way other than by elec- 
trification. 

The railroad says that development 
of the internal combustion engine 
for use as motive power for railroad 
operation has now reached a stage 
that promises a practical solution of the 
problem of substitution for steam loco- 
motives a method of propulsion which 
eliminates many, if not all, of the ob- 
jectionable features of steam railroad 
operation while retaining its effective- 
ness at an expense of installation and 
maintenance below the present cost of 
installing and maintaining any system 
now known which uses electricity as 
the propelling energy. 

It is estimated that on one division 
installation of the third-rail system 
would cost $9,000,000. Since the elec- 
trification order, the New York Central 
has been investigating the Diesel-elec- 
tric engine now on test in the Baldwin 
Locomotive Works. Officials of the 
road have inspected the engine and it 
is understood have made preliminary 
arrangements to purchase a number of 
the new locomotives. They contend 
that the new motive power is particu- 
larly adapted to use on the Putnam 
Division. 

The last order of the Public Service 
Commission of the State of New York, 
issued April 30, was in effect that New 
York Central shall by July 1, 1925, 
submit to the commission a statement 
of the details of plans of electrification 
of the main line Putnam Division and 
Saw Mill River Road branch north of 
the Yonkers branch. Further interest 
of the road in connection with the 
Diesel-electric locomotive is directed to- 
ward the west side improvement along 
Riverside Drive. 


Wage Agreements in 
Tllinois Cities 


Railway employees of the [Illinois 
Power & Light Corporation, operating 
in Bloomington and Normal, IIl., have 
accepted the wage scale of 51 cents an 
hour tendered by E. O. Brown, general 
manager, representing the company. 
There were three dissenting votes to 
the acceptance after a conference which 
lasted several hours. Prior to April 
30 the scale averaged 49.625 cents an 
hour. 

Similarly after a conference em- 
ployees of the company at Peoria, IIl., 
have agreed upon a 5-cent an hour in- 
crease for trainmen and motor coach 
operators and a 2-cent increase for shop 
men. 

The scale is retroactive to May 1 
and will be in effect a year. It adds 
about $25,000 annually to the labor 
overhead. The maximum pay will be 
55 cents under the new scale. The men 
sought a 10-cent increase. The com-. 
pany offered a 2-cent raise. , 
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Rehearing on Tax Issue Denied 
City of Seattle 


The city of Seattle, Wash., recently 
lost another point in its opposition to 
the payment of three-fourths of the 
1919 taxes of the Seattle Municipal 
Railway system, purchased in that 
year from the Puget Sound Power & 
Light Company, when the United States 
Cireuit Court of Appeals at San Fran- 
cisco denied the city’s appeal for a re- 
hearing. The court had recently de- 
cided that the traction company’s claim 
constituted a cause of action in equity 
and must be tried on its merits. Un- 
less the city asks a writ of certiorari 
in the United States Supreme Court the 
power company’s action to recover 
three-fourths of the taxes will be heard 
in the federal court in Seattle. 

The appeal that was made for a 
rehearing was on the ground that the 
court passed on issues that were not be- 
fore it. The amount involved, with in- 
terest, is approximately $650,000. 


Men Seek Arbitration 


William O. McGowan, chairman of 
the union’s joint conference board, re- 
cently announced that the men em- 
ployed in the twelve divisions of the 
Eastern Massachusetts Street Railway, 
Boston, Mass., had voted to reject an 
offer made by the company in answer 
to its request for a wage increase. The 
men have decided to ask for arbitration. 

Demands made by the men for higher 
wages and better working conditions 
have been the subject of conferences 
for some weeks now. The men are ask- 
ing an increase in wages from the pres- 
ent rate of 54 cents to 70 cents, as the 
basic rate, and a differential of 8 cents 
in favor of the one-man car operators. 
The new scale, if a new one is awarded, 
will be retroactive to May 1, the date 
of the expiration of the old agreement. 


Binghamton Paper Wants 
Franchise Settlement 


The Binghamton Press is pulling for 
a new franchise for the Binghamton 
Railway, Binghamton, N. Y. It seems 
that the Binghamton Railway has been 
living from year to year. Yes, living 
from year to year. Theoretically the 
company and the city are in mortal 
combat, but practically all is harmony. 
The city is jealous of its supposed 
rights over the matter of fares, and so 
while it has from year to year per- 
mitted the increased fare to be charged, 
the case on its merit is before the 


courts. It has, in fact, been there six 
years. In a recent issue the Press said 
editorially: 


The question to be determined is whether 
(under the original franchise fixing a 
5-cent fare) the city still retains the right 
to determine what the fare shall be or 
whether this right may be exercised by the 
Public Service Commission without ap- 
proval by the city. 

If the Appellate Court sets aside the writ 
of prohibition and a trial court decides that 
the Public Service Commission has exclu- 
sive authority over the fare that may be 
charged the railway will be in a position to 
go ahead with its plans for financial re- 
organization. 

If the city has that right, the situation 
will not be so simple. For the city has 
been granting an extension of fare for only 
one year. It might refuse to renew the 7- 
cent fare agreement. 

Such a refusal, in our opinion, would not 


be justified. But as long as it remains 
possible capitalists are going to be slow 
about investing money in the local com- 
pany. 

The interests of the city and the interests 
of the street car company are to a large 
extent identical. The people of Bingham- 
ton want to deal fairly by the company. 
They must do so if they are to get the 
service they require. 

But it is hardly just to the company to 
ask it to accept a fare agreement running 
for only one year. And if the city wins 
its case in the higher court (as we hope it 
will) some arrangement ought to be made, 
a new franchise if necessary, that will pro- 
tect the rights of the city and will 
strengthen the financial position of the com- 
pany. 


“Now, My Idea Is This!” 


Guy C. Hecker, special engineer of 
the American Electric Railway Asso- 
ciation, attained to the editorial page 
of the New York Evening Post on 
May 25 in one of that paper’s “daily 
talks with thinking New Yorkers on 
subjects they know best.” His subject 
was “Standardization as It Affects Our 
Electric Railways.” He told about the 
comprehensive program of standardiza- 
tion that has been carried on since 
1906 under the auspices of the Ameri- 
can Electric Railway Engineering As- 
sociation. 

There is nothing particularly new to 
the industry in this review by Mr. 
Hecker of the work that has been car- 
ried on, but it was an achievement on 
his part to be able to bring the work 
to the attention of the general public, 
and then to do it as clearly and force- 
fully as he did in the interview. On 
the general subject of standardization 
Mr. Hecker said: 


There can no longer be any question of 
the vital necessity, not only in the electric 
railway and railroad industries, but in all 
industry, for co-operative effort on a na- 
tion-wide scale to bring about simplification 
and standardization, with its enormous pos- 
sibilities for lower cost of production. 

The railroads and electric railways are 
the arteries and veins of the country. Upon 
the intelligent and economical expansion of 
these facilities depends, to a great extent, 
the future progress of the nation. These 


—— Queens Bus Co. lines 
===-= Street car lines 


vital industries can effect economies 
through standardization which will contrib- 
ute materially to the progress and growth 
of the nation’s business and social life. 


Compromise in Freeport Results — 
in Franchise Adoption 


Two years of strife between the IIli- 
nois Northern Utilities Company and 
the City Council of Freeport, Ill., has 
ended with the adoption of an ordinance 
granting to the company a railway 
franchise covering a term of twenty 
years. The company has been operat- — 
ing for two years without a franchise ~ 
on all of its lines except the Homer 
Street extension. The company has 
refused to accept a franchise which re- 
quired it to pave between the rails. 

A compromise was reached whereby 
the company agrees to pay for the 
foundation for the pavement between — 
the rails. 


Three Brooklyn Roads Enjoin 
Bus Company 


The Brooklyn City Railroad, 
Coney Island & Brooklyn Railroad and ~ 
the Nassau Electric Railroad have 
secured from Supreme Court Justice 
John MacCrate, Brooklyn, a temporary 
injunction to restrain the Queens Bus 
Lines, Inc., from operating two bus 
lines in competition with surface lines 
of the three companies. The restrain- 
ing order was obtained on Friday, — 
May 22, was served at once and the 
following day at 2 p.m. the bus line © 
withdrew service. The case is return- 
able on June 1. The bus lines run from 
Borough Hall to Erie Basin and Park 
Circle to Erie Basin. William N. 
Dyckman, representing the Brooklyn 
City Railroad, alleged that the bus © 
lines were being operated without a — 
permit from the Board of Estimate or 
a certificate of convenience and neces- _ 
sity from the Transit Commission. 


Territory in Downtown Brooklyn in Which Competitive Bus Service Has Been Restrainee 
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Recent Bus Developments 


Indiana Interurban Develops Intensive Bus Program—Activity 
Reflected in More than a Dozen Other Items 


-JNDICATIONS that the Union Trac- 
tion Company of Indiana plans to 
enter the bus field somewhat more ex- 
_tensively than heretofore were seen on 
May 14 in petitions which the company 
filed with the Public Service Commis- 
--sion. One petition asked for permission 
-to abandon car service on three city 
‘lines in Muncie, another asked for au- 
‘thority to supplant railway service with 
“bus service, a third sought permission 
to operate a bus line between Indian- 
apolis and Kokomo, and the fourth was 
-an application for permission to operate 
-a bus line from Indianapolis to Muncie. 
-Both of the overland routes parallel in- 
_terurban lines operated by the company 
between’ the same points. Each petition 
was filed in the name of Arthur W. 
- Brady, receiver. ; 
_ The three Muncie lines which the 
company seeks to abandon are the 
Avondale, Beacon and West Side lines. 
The ground for the abandonment set 
out was that the cost of operating the 
___lines several months had exceeded the 
"gross revenue and that serious deficits 
_had been incurred. The low earning 
power of these lines in the last three 
years had been due to the operations 
ne in the streets, the petition 
said. 
_ The applications for bus lines in each 
case asked for beginners’ permits. In 
‘the case of the Muncie city lines the 
_traction company set out that it would 
operate in competition with three pres- 
ent operators, who, the traction com- 
“pany’s petition contended, are operating 
illegally and without right either under 
“statute or city ordinance. Sixteen 
buses are to be acquired for use on the 
‘three city lines. In regard to the 
‘Kokomo line the company said it would 
of ‘operate six buses and would compete 
‘with three bus companies. 


ely 


Further expansion of its bus system 
is planned by the New York State Rail- 
ways in the application of its subsidi- 
_.ary, the Rochester Railway Co-ordi- 
nated Bus Lines, Inc., to the City 
_ .Council for permission to operate a 
bus line in north side suburban and city 
territory, to connect with the proposed 
Irondequoit line and to intersect four 
city railway routes. This application 
follows appeals for the route by 
‘residents of the territory. The plea for 
a franchise asks for the right to run 
either buses or trackless trolleys. It is 
_ expected that buses will be installed 
_ first, and later, if traffic conditions war- 
rant, they will be supplanted by track- 
less trolleys. The,railway now operates 
‘successfully a crosstown trackless line 
over the Driving Park Avenue bridge. 


The Twin City Motor Bus Company, 


‘sit Company, Minneapolis, Minn., has 
applied to the State Railroad and Ware- 
house Commission under the new bus 
-control law for retention of its present 
-bus routes from St. Paul to White Bear 
‘and Bald Eagle, Minn.; St. Paul to Dell- 
wood via Glouster; St. Paul to White 
‘Bear, Minn.; St. Paul to Lake Elmo 
and Stillwater; also a bus line between 
Glen Lake and the Minnetonka sub- 


‘auxiliary of the Twin City Rapid Tran-. 


urban line of Minneapolis, which is 
operated to carry electric railway pas- 
sengers on transfer to and from Glen 
Lake Sanitarium. The company has 
also applied for maintenance of its in- 
terurban line on University Avenue be- 
tween Minneapolis and St. Paul, 11.2 
miles, and for a new route on Lake 
Street and Marshall Avenue, 11.5 miles, 
which in part is the same route as 
that already maintained by an _ in- 
dependent bus company, between the 
business centers of the two cities. The 
Twin City Rapid Transit Company is 
considering the question of operating 
ten double-deck buses from downtown 
to the city limits on Nicollet and Lyn- 
dale Avenues. The route must be ap- 
proved by the City Council, and then 
by the State Commission. 


The Capital Traction Company, 
Washington, D. C., recently applied to 
the Public Utilities Commission of the 
District of Columbia for permission to 
run a bus line with a 25-cent fare from 
Chevy Chase to the Capitol. The com- 
pany plans to operate on a 20-minute 
schedule buses accommodating between 
30 and 35 passengers. The company 
will also apply for a permit to operate 
a bus looping through Chevy Chase, 
D. C., as a feeder for the Connecticut 
Avenue car line with an 8-cent cash 
fare, six tokens for 40 cents and 2 cents 
additional for a transfer to the street 
car. 


Members of the City Council of 
Dubuque, Iowa, have approved the 
Dubuque Electric Company’s plan for 
the operation of buses to supplement its 
electric railway service in sections of 
the city not reached by railway lines. 
A fare of 10 cents will be charged. 
There will be no interchange of trans- 
fers between the two modes of trans- 
port. The new service will be distinctly 
separate from the traction system. In- 
vestment in the new service will be 
about $50,000. Pay-as-you-enter buses 
of 25 or 29-passenger capacity will be 
used. The system will probably be in 
operation June 20. 


Franklin T. Miller, receiver of the 
Boston & Worcester Street Railway, 
has been authorized by the Massachu- 
setts Supreme Court to operate bus 
lines in Boston, Waltham,’ Newton, 
Marlboro, Worcester, Ashland, Brook- 
line, Grafton, Hopkinton, Hudson, Natic, 
Northboro, Shrewsbury, Southboro, 
Sudbury, Watertown, Wayland, West- 


‘boro and Weston. 


The Board of Public Utility Commis- 
sioners of New Jersey recently ap- 
proved the application of the Public 
Service Railway to suspend service on 
a portion of the Governor Street line in 
the city of Paterson conditionally on 
the substitution of five buses to serve 
the Governor Street route. The city 
of Paterson, the Public Service Railway 
and the Public Service Transportation 
Company agreed that bus service be 


“substituted for trolley service. 


Notice has been given by the In- 
diana Public Service Commission of a 


-ice on the line, 


“Newton proves a_ success, 
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hearing at Indianapolis on the applica- 
tion of the Chicago, South Bend & 
Northern Indiana Railway for au- 
thority to operate a bus line from 
South Bend to Michigan City. The line 
will pass through the towns of LaPorte 
and New Carlisle. % 


Formal approval has been given by 
the New Jersey Board of Public Utili- 
ties Commissioners for the abandon- 
ment of electric railway service by the 
New Jersey Interurban Company be- 
tween Phillipsburg and Port Colden, 
N. J., and the substitution therefor 
of a bus service by the New Jersey 
Interurban Coach Company between 
Phillipsburg and Hackettstown. Serv- 
which has been in 
operation about twenty years, was dis- 
continued last January as the result 
of heavy snowstorms. 


Through interstate bus -service was 
established May 20 between Indian- 
apolis and Louisville by the Interstate 
Public Service Company. Two buses 
will leave each terminal daily. The 
service parallels the Interstate com- 
pany’s traction lines. Passengers 
bound for the terminals will be taken 
on at any intermediate point, but none 
will be taken on at. the terminals for 
any of the intermediate points. For 
several months the railway has been 
operating a bus line between Indian- 
apolis and Franklin and only recently 
bought the competing Jackson Highway 
line to Franklin. It has for a short 
time been operating buses to Seymour, 
touching Greenwood, Franklin, Edin- 
burg and Columbus, and had a line be- 
tween Scottsburg and Jeffersonville. 


The Boston Elevated Railway, Bos- 
ton, Mass., is charging a 6-cent fare on 
all its buses where formerly the charge 
was 5 cents. General Manager Dana 
secured approval of the 6-cent fare 
from the authorities in all the cities 
and towns in which the company oper- 
ates. Many of the city authorities 
objected at first, but have since with- 
drawn their opposition. 


The Des Moines City Railway will 
operate a system of passenger, freight 
and express buses to various:points in 
central Iowa, if a proposed. line, to 
President 
Frank C. Chambers recently stated. 
The Des Moines & Central Iowa Rail- 
road, a subsidiary of the company, was 
granted a permit to operate to New- 
ton, Mitchellville and Colfax. 


After a survey of traffic conditions 
between Baltimore and Washington, 
officials of the Washington, Baltimore 
& Annapolis Electric Railroad, Balti- 
more, Md., have decided not. to install 
any bus equipment for use on the 
Washington Boulevard between Balti- 
more and Washington. George T. 
Bishop, president, said that it was quite 
evident that a bus line between Balti- 
more and Washington would be oper- 
ated at a loss. He further stated that 
the decision did not mean that the com- 
pany had discarded the idea of using 
buses to supplement its regular train 
service, but that, on the contrary, the 
company expected to install buses as 
feeders ‘to its railroad lines wherever 
public convenience required them. 
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Sale of Tickets Withdrawn 
at Youngstown 


Tickets which were being sold by 
the Youngstown Municipal Railway, 
Youngstown, Ohio, so as to provide 25 
rides for $1.25 have been withdrawn 
after a trial period of three weeks. 
From the test made with them it ap- 
peared the sales would not justify any 
expectation of building traffic. The 
idea behind the plan was to restore in a 
measure the 5-cent fare. It was dis- 
tinctly stated at the time the tickets 
were put on sale that the plan was an 
experiment. No transfers were issued 
on fares paid by use of the ticket. Dur- 
ing the time of the experiment there 
was no change in the rate of fare which 
had existed previously, namely, 8 cents 
cash or seven tickets for 50 cents, with 
a l-eent charge for transfer on either 
cash or ticket fare. 


Taxicab Ordinance Recommended 
for Los Angeles 


Steps to eliminate cruising taxicabs 
from the downtown section of Los An- 
geles have been taken by the public 
safety committee of the City Council 
in recommending adoption of a new 
taxicab ordinance. The new measure 
is intended to give the Board of Public 
Utilities jurisdiction over the “for hire” 
automobiles and taxicabs. Designated 
stands in the downtown district will be 
assigned to taxicabs under the new plan. 
The present stands are assigned only in 
the outlying districts. Use of the stands 
would be prohibited during the no- 
parking period between 4:30 and 6 p.m. 


Higher Fares Sought 
in East St. Louis 


The East St. Louis & Suburban 
Railway, East St. Louis, Ill., has 
applied to the Illinois Commerce Com- 
mission for authority to increase its 
rates in the city of East St. Louis. 
The present cash fare is 8 cents, two 
tokens for 15 cents and four tokens 
for 30 cents. The company seeks to 
raise the cash fare to 10 cents, but 
would continue to sell four tokens for 
30 cents if the application for the new 
rates is granted. 

W. H. Sawyer, president of the com- 
pany, said that the increased fare is 
needed to offset loss in patronage due 
to increased automobile traffic. He said 
that about 75 or 80 per cent of the 
patrons purchase tokens and that the 
requested increase would affect only 
the occasional rider who purchased a 
single fare. The effect, as a result, 
would: be only moderate, ‘and the appli- 
cation was considered necessary by the 
company because automobile traffic had 
decreased the car traffic approximately 
5-per cent. The added income would 
barely equal the loss, he believed. 


Fares Increased.—Street car fares in 
Ames, Iowa, have been increased from 
5 to 7 cents by the Fort Dodge, Des 
Moines & Southern Railroad. The com- 
pany, however, has conceded the sale 
of seventeen tickets for $1. C. H. 
Crooks, president of the company, said 
increased operative and fixed charges 
made the fare advance necessary. 


Token Carriers for Sale.—The Inter- 
national Railway, Buffalo, N. Y., is 
selling thirteen tokens and a metal 
token carrier for $1. Passengers are 
told by the railway that these token 
carriers cost about 4 cents each in large 
lots, but that they are being sold below 
cost to facilitate the handling of tokens. 
The company reports that an unusually 
large number of passengers are buying 
their tokens in $1 lots rather than two 
for 15 cents as heretofore. 


Higher Fare Permitted.—Following a 
hearing on Jan. 28, at which both sides 
were represented, the North Carolina 
Corporation Commission recently 
granted in part the petition of the Tide- 
water Power Company for increases in 
city and suburban railway fares in and 
near Wilmington. The commission 
granted requested increases of 5 cents 
on most of the suburban lines out of 
Wilmington and modified a request for 
an increase within the city. The com- 
pany was permitted to change its fares 
from 7 to 8 cents instead of from 7 to 
10 cents. Four tickets will be sold for 
30 cents, which was also proposed under 
the 10-cent fare. A request to sell a 
weekly pass for $1.25 was also allowed. 


Lower Fares for Washington, Pa.— 
To encourage more short-haul travel, 
the Pittsburgh Railways reduced fares 
on May 18 on its Washington local 
lines from 6 cents to 5 cents cash and 
cut the price of the weekly pass from 
95 cents to 75 cents. 


Electric Car for Economy.—As a 
means of reducing operating costs on 
its branch line, the Halifax & South- 
western Railway has decided to install 
electric service between Lunenburg 
and Mahone Junction. 


Pottsville Adopts Weekly Pass.—The 
East Penn Electric Company was to 
establish on May 25 the weekly pass in 
Pottsville, Pa., at the cost of $1.25, 
against a cash fare of 10 cents and a 
token fare of 8% cents. An important 
change is to be made in the manner of 
selling tokens. Instead of offering them 
at twelve for $1 through a single sales 
place they will be available on the cars 
at three for 25 cents. 


Increased Fare Proposed. — The 
Rochester, Lockport & Buffalo Railroad 
Corporation, Rochester, N. Y., has filed 
with the Public Service Commission a 
new local passenger tariff, effective 
June 16, proposing an increase of 3 cent 
a mile in commutation fares, cash ticket 
fares and mileage book price. The re- 
deemable excess fare regulation is 
changed so that excess charge will be 
made on fares over 12 cents instead of 
16 cents. In a statement accompanying 
the tariff the corporation states that 
its passenger revenue for the year 1924 
showed. a decrease of $38,000 as com- 
pared with 1923 and for the first four 
months this year a decrease of $8,000 
as compared with 1923. In the same 
time taxes have increased substantially, 
the statement says. The passenger rev- 
enue in 1924 was $396,858, against 
$434,854 in 1923. For the first four 


months of the present year the passen- 
ger revenue was $136,969, against 
$145,001 for a similar period in 1924. 


New Fares Approved.— The Public 
Service Commission has approved a 
new schedule of fares on the lines of 
the Southern New York Railway, effec- 
tive June 14. Local fares for 30-trip 
family tickets, good for transportation 
of purchaser and member of his family 
within 30 days from date of sale, are 
as follows: Between West Oneonta and 
Oneonta, $3.75; Laurens and Oneonta, 
$7.50; Index and Cooperstown $2.85; 
Cooperstown and Fly Creek, $5.75; 
Cooperstown and _ Toddsville, $3.75. 
These rates will be good in either direc- 
tion between these stations. 


One-Man Cars Under Fire.—Con- 
siderable pressure is being exerted 
upon the Portland Electric Power Com- 
pany, Portland, Ore., to eliminate one- 
man cars in the congested district. F. I. 
Fuller, vice-president of the company, 
has consented to use a “loader” in the 
loop district to assist passengers to 
board the cars. Mr. Fuller has pro- 
tested a ruling that allows autos to 
park for one hour while street cars are 
limited to a maximum of three minutes. 


Service of 47 Years Commended.— 
Because of his 47 years in the service 
of the United Railways & Electric 
Company, Baltimore, Md., John Lessner, | 
veteran line superintendent, was féted — 
and eulogized by officials recently. Mr. 
Lessner, who had been a line super-_ 
intendent since 1895, was, at his re- | 
quest, relieved of these duties on Jan. 
1 and placed in charge of the Park 
Terminal carhouse, where center sev- 
eral of the lines over which he had 
exercised supervision for many years. 
President Emmons and Vice-President 
and General Manager Palmer spoke 
highly of his valuable service. 


West. Penn Applies for Passes.—Ap- 
plication is to be made by the West 
Penn Railways for a $1 weekly pass | 
to cover local riding in Connellsville. 
and South Connellsville, Pa., against a. 
eash fare of 8 cents and a ‘ticket fare | 
of 63 cents. The company also plans 
to install a Sunday-holiday pass for ; 
May 30 or May 381 for 50 cents between | 
any point in Greensburg and either the , 
Trafford City or McKeesport terminus. | 
The regular fare to Trafford City, eight 
zones from Greensburg, is $1.28 round | 
trip cash fare or $1 ticket rate. 


Must Decide on Franchise.—The City 
Council of Decatur, Ill., has notified the 
Tllinois Power & Light Corporation to 
give an answer before May 29 on the 
railway franchise which has been under 
consideration several months. Terms 
of the franchise have been practically 
agreed upon except for sections cover 
ing paving of three streets. Unless a 
agreement is reached soon, the city wil 
not be able to pave the streets thi 
summer. A referendum will be neces- 
sary to decide whether a clause for thi 
purchase of the utility will be includec 
and then another referendum upon the 
franchise proper. 


Electric Line to Open Its Summer Re 
sort—The Denver & Interurban Rail 
road (Kite Route) will reopen for th 
season on May 24 its beauty spot in t 
Rockies, Eldorado Springs, loca 
about 30 miles north of Denver. 


; 
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Foreign News 


Fare Reductions in Britian 


In spite of trade depression and wide- 
spread unemployment, various British 
tramway undertakings are reducing 
fares. Perhaps it is encouraged by the 
fact that in regard to most of the under- 
takings (apart from London) traffic re- 
ceipts as compared with a year ago 
show a rising tendency. The Torquay 
Tramway Company has reduced the fare 
for the three-mile journey between Tor- 
quay and Paignton from 3d. to 2d. Sun- 
derland Corporation Tramways has re- 
turned to pre-war fares. In Sheffield 
children under fourteen years of age 
may now travel the whole length of any 
tramway route, in some cases more 
than 4 miles, for a halfpenny. The 
Glasgow Tramway Committee is rec- 
ommending to the Town Council the 
adoption of a maximum fare of 2d. be- 
tween the center of the city and sub- 
urban termini. Halifax is reducing 
fares by 25 per cent. 


Russian Electrification 
Progressing 


A beginning has been made on the 
program for the development of elec- 
trification of the railways of the Soviet 
Union, according to bulletins received 
from Moscow by the Russian Informa- 
tion Bureau in Washington. Several 
of the Moscow suburban lines are being 
electrified, and also the Suram moun- 
tain pass section of the Transcaucasian 
Railroad, between Tiflis and Batum. In 
all 94 miles is being completed. An ad- 
ditional 105 miles will shortly be begun, 
‘including the electrification of the 
Leningrad suburban railways. The gen- 
eral electrification program calls, first, 
Bor the electrification of suburban and 
mountain lines and eventually for the 
establishment of electric trunk lines 
adapted to the transport of trains up 
to 7,000 tons. 

_ Urban trolley systems are also in- 
creasing their mileage this year. Be- 
fore the war 35 cities had electric rail- 
ways. During the World War and the 
civil wars about half of the lines went out 
f business. By 1920 fifteen had ceased 
Operations altogether and eight were 
unning only four months of the year. 
y the end of 1924 the pre-war mileage 
vas restored and lines had been opened 
1 three additional cities. The volume 
f traffic has doubled in three years, 
though still somewhat below the pre- 
war figures. About 1,000 new cars will 
needed this year, of which 385 are 
eady being built in domestic fac- 


French Company Earns Nearly 
Four Million Francs 


The Compagnie Générale Francaise 
de Tramways, which operates the 
Street cars of Le Havre, Marseilles, 
Orléans, Nancy and the Cambria-Saint 
uentin interurban line, made a profit 
f 3,799,023 francs as a result of 1924 
beration, according to its annual re- 
ort. Operating agreements in the 


various cities will come to an end on 
Dec. 31 next, by virtue of an accord 
entered into with the various munic- 
ipalities in 1919. 

Only in Le Havre has a definite re- 
arrangement been reached. Here all 
the fixed property and rolling stock 
have been kept up to as high a state 
of efficiency as possible. Advances have 
been made to the company by the Havre 
municipality. Extension of the lines 
and other work is far advanced with a 
view to more favorable operating 
arrangements to be made during the 
present year, before the expiration of 
existing franchise and the adoption of 
the new agreement. 

At Orléans and Nancy, as well as at 
Le Havre, salaries of employees have 
been raised. A corresponding rise in 
fares has been put into effect and 
others are in prospect. 

The Marseilles lines are to be ex- 
tended in accordance with an agree- 
ment signed with the municipality last 
year. The question in Marseilles is 
complex and the service in all respects 
is arduous. The city itself has started 
a supplementary bus service, which has 
given rise to much criticism. 

For the Compagnie des Tramways de 
Cambrai et de Saint Quentin, in the re- 
constructed war zone, an agreement has 
been arrived at with the municipality 
of Saint Quentin for the reconstruction, 
modification and operation of the line, 
a large part of which was destroyed 
during the German occupation. War 
damage funds have helped to improve 
the possibilities of this line, which is 
one of the few interurbans of impor- 
tance in France. 

At the Cambrai end, also in the war 
zone, the situation is less satisfactory, 
the demands of the company having 
been met with indifference. War dam- 
ages for this terminal have not yet been 
assessed or even urged by the munic- 
ipality, although it is said the company 
expects municipal co-operation. It is 
possible that there will be an entire 
reconstruction and a new agreement for 
the Cambrai section. As it is considered 
desirable to delay a definite agreement 
until the line is rehabilitated and con- 
struction of the company’s own power 
plant is completed, a temporary agree- 
ment to run for two years has been 
made. 


Austrian Hydro-Electric Affects 
Transport Progress 


Exploitation of hydro-electric power 
in Austria is making notable progress 
by reason of the potential demands 
to be made upon Austria’s water-power 
resources by various electric transport 
schemes. Electric traction has been re- 
cently extended to the trains running 
through the Arlberg tunnel on the in- 
ternational line. The Landeck-Bludenz 
line will be electrified in the course of 
the year. Work during the year will 
include electrification from Bludenz to 
Buchs and Bergenz to link up the Aus- 
trian electric system with that of Swit- 
zerland. 


Buses Compete with Glasgow 
Municipa] Tramways 


Privately owned buses are competing 
with the municipal tramways and espe- 
cially with the suburban steam railways. 
The buses come from the country into 
the center of the city and return. The 
strangest part of the matter is that nov 
one of these buses is licensed by Glas- 
gow. That has come about in conse- 
quence of the peculiar provisions of the 
Glasgow police act of 1866. covering 
stage carriages and stage coaches. The 
stage carriage is defined as a passenger 
vehicle running between the city and 
any place within 5 miles of its center. 
A stage coach is a vehicle carrying 
passengers for longer distances. The 
stage carriage is required to be licensed 
by the magistrates, but not the stage 
coach. The latter, however, is forbid- 
den by the act of 1866 to take up or set 
down passengers within the 5-mile 
radius. As a fact, the buses do pick up 
and set down passengers in the city 
and thus should be licensed. 

James Dalrymple, tramway manager 
at Glasgow, has been trying for some 
time to get the authorities to prosecute 
the proprietors of the buses for using 
them as stage carriages and thus ply- 
ing for hire without a license. It seems 
probable that a test case will be 
brought. If the bus owners then apply 
for licenses, Mr. Dalrymple thinks that 
the magistrates, in conjunction with 


the tramway committee, should lay 
down the condiitons on which the 
licenses would be granted. If the bus 


owners objected to the conditions, the 
licenses would be refused and the matter 
placed before the Ministry of Transport. 

At Liverpool the problem has been 
met by the city granting running rights 
to a company known as Ribble Motor 
Services, Ltd. Passengers are picked 
up or set down by this company only 
within the city at certain specified 
points, and no passengers are picked 
up on the inward journey or set down 
on the outward journey while the bus 
is traveling within the city boundary. 
Thus the municipal tramways are pro- 
tected. 


Italian Street Car Lines 
Produce Little Profit 


The Turin Street Car Company, con- 
trolled by Belgian capital, produced a 
net profit for 1924 of only 593,565 lire. 

The Naples Tramways met with an 
operating loss of 204,272 lire, making a 
cumulated deficit of more than 20,000,- 
000 lire. 

The Tramways of Florence produced 
a deficit amounting -to 1,801,552 lire, 
making a total corporate deficit of more 
than 20,000,000 lire. 

Automatic Ticket Machines. — The 
London Underground companies have 
placed an order for 50 automatic ticket 
machines of an improved design which 
will still further speed up the issue of 
tickets to the passenger. Fifty tickets 
can be delivered by the “press of a 
button” by the new machines as against 
five tickets by the older type. Further 
improvements have also been made in 
the “dating” mechanism, so that each of 
these 50 tickets, although issued from 
the machine almost instantaneously, 
will be dated as it passes through. 
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Michigan Road Sold 


Operating Officials Take Over the Mus- 
kegon Interurban, a 45-Mile Line, 
for Intensive Development 


Sale of the Grand Rapids, Grand 
Haven & Muskegon Railway, Grand 
Rapids, Mich., by the United Light & 
Power Company to Sidney L. Vaughan 
and associates has been confirmed by 
Richard Schaddelee, senior vice-presi- 
dent of the holding company. The 
entire interest of the United Light & 
Power Company will pass to a group 
headed by Mr. Vaughan and William 
K. Morley. Mr. Vaughan has_ been 
vice-president and general manager of 
the interurban for several years. Mr. 
Morley was. active manager until a 
few years ago. 

The sale terms were not made public, 
but it was announced that the out- 
standing common stock, amounting to 
$1,200,000, has been acquired by the 
new owners. The company has out- 
standing $1,500,000 of first mortgage 
bonds which mature July 1, 1926. 

The new directors are William K. 
Morley, S. L. Vaughan, Thomas F. 
Carroll, L. A. Goodrich, G. R. Wilber, 
H. R. Green and H. P. Rademaker, all 
of Grand Rapids. 

Mr. Morley has been elected presi- 
dent of the company. Other officers 
ate: Sidney L. Vaughan, vice-president 
and general manager; G. R. Wilber and 


H. R. Green, vice-presidents; L. A. 
Goodrich, secretary-treasurer; H. P. 
Rademaker, assistant secretary and 


assistant treasurer. 

Mr. Carroll has been a director of the 
company since its incorporation in 1899 
and is the corporation’s general counsel. 
Mr. Green, Mr. Wilber and Mr. Rade- 
maker are officials of the United Motor 
Products Company. 

The company was organized in 1899. 
The road itself was completed two 
years later and was under Mr. Morley’s 
management for many years. The 
United Light & Railways Company, 

‘Jater the United Light & Power Com- 
pany, acquired a controlling interest in 
the interurban nine years ago. The 
company has 45 miles of main line 
trackage connecting Grand Rapids with 
Grand Haven and Muskegon. 

An official statement reads: 


The Muskegon Interurban for years has 
been a successful company, but has recently 
suffered, in common with all other inter- 
urban companies, from the competition of 
the privately owned automobiles and more 
recently from the unbridled competition of 
the heavily subsidized common _ carrier 
freight: trucks and buses, which are prac- 
tically paralleling its route between Grand 
Rapids and the other terminals. 

The United Light & Power Company has 
been looking for a purchaser of the prop- 
erty for some time and finally found one in 
Mr. Vaughan and his associates, who hope, 
by careful management andthe exercising 
of rigid economy, to ‘continue’ operations, 
relying on good. service and the good will 
of: the territory served to enable them to 
do a profitable business. W: K. “Morley, 
up to recently tthe active general manager. 
of the property, and Sidney L. Vaughan, 
who succeeded him, carry with them: the 
well wishes of the officials of the United 
Light & Power Company, which has sev- 
ered all connection with the property. 


A few months ago the Grand Rapids, 
Grand Haven & Muskegon Railway an- 


nounced that it was the only interurban 


in Michigan that was not operated un- 
der a receivership. At that time it was 
declared that the courts would be asked 
to appoint a receiver, but no action has 
been taken along this line. 

The policy of the company will not 
be changed for the present, officers an- 


_nounce, but Mr. Vaughan is seriously 


considering attracting business to his 
line by granting special round trip 
rates, with one-day privileges. These 
rates will be lower than the bus rates 
and are expected to attract considerable 
business because of the advantage 
which the interurban holds. 
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City Attitude at Buffalo 
Not Liberal 


Further negotiations between repre- 
sentatives of the International Railway, 
Buffalo, N. Y., and the municipal au- 
thorities on the proposed city-company 
plan of service-at-cost depend upon the 
attitude taken by the company toward 
the $20,000,000 valuation on the railway 
property, fixed by the city committee 
as the basis of service-at-cost negotia- 
tions. The city is willing to admit a 
valuation of $20,000,000 and allow a 6 
per cent return on this valuation. The 
valuation recently fixed by the Public 
Service Commission as the basis of the 
7z-cent fare was $22,000,000. The com- 
pany claims a valuation of $60,000,000. 
A 6 per cent return on the $20,000,000 
valuation fixed by the city would make 
possible guaranteed earnings of $1,200,- 
000 annually. The interest on the com- 
pany’s outstanding bond issues is 
$1,100,000 annually. 


Surplus Over Charges Greater on 


Southern Property 


Virginia Railway & Power Company Forging Ahead Consistently— 
Interesting Railway Statistics in Annual Report—Proposal | 
Advanced for $1,000,000 Bus Program 


ROSS earnings of the Virginia 

Railway & Power Company, Rich- 
mond, Va., for the year ended Dec. 31, 
1924, were $10,454,047, a decrease over 
the previous year of $54,561, or 0.52 
per cent. Operating expenses decreased 
$93,094, or 0.33 per cent. The gross 
income from all sources was $3,758,871, 
an increase of $67,506, compared with 
the previous year. 


INCOME OF THE VIRGINIA RAILWAY & 
POWER COMPANY FOR YEAR ENDED 


DEC. 31 
1924 1923 

Gross earnings....-.-....- $10,454,047 $10,508,608 
Operating expenses........ 6,987,270 7,080,364 
Operating revenue over oper- 

ating expenses.......... $3,466,776 $3,428,243 
Other income............. 292,095 263,122 
Gross income........ $3,758,871 $3,691,365 


Taxes and licenses........- 812,357 739,666 


Income applicable to fixed 


charges and rentals..... . $2,946,514 $2,951,699 

Fixed Charges and Rentals: 
Interest on outstanding 

funded debt...... oar $1,288,290 $1,190,522 
Interest on car equipment 

MOS 4k) SoA race 6,000 10,000 
Sinking fund payments.... . 224,995 206,288 
Norfolk Railway & Light 

Company rental......... 99,000 99,000 
Miscellaneous interest..... . 20,165 27,525 

Total fixed. charges and 

rentalesr on iucss anya. $1,638,450 $1,533,337 

Surplus over fixed charges 

and rentale. 202.0 5.. $1,308,064 $1,418,362 

Other Charges: 
Proportion of discount and 

premium on sale and pur- 

chase of bonds and other 

BOOUYIGIES 1.5 hs See 2 $63,215 $36,025 
Net miscellaneous charges 

not operation charged di- 

rect to surplus...’...-... 27,072 219,042 
Total direct charges. . . $90,287 $255,067 
Surplus over fixed and other 

hate NL wikatl Ot he gyateee « $1,217,776 $1,163,294 
Dividends 7 sa.02%4 49s fas $538,405" >; Faeroe 
Additional charge to surplus 304, 145.50r caer 


The expenditures for maintenance of 
way and equipment were $853,136, or. 
17.96 per cent of the gross railway | 
earnings, as against $865,640.89, or 
17.28 per cent, for the previous year. 

During the year the State Corpora-, 
tion Commission of Virginia assumed 
jurisdiction over the Petersburg rail- 
ways and also over the Richmond rail- 
ways. In the latter case the decision 
of the commission was affirmed by the 
Supreme Court of Appeals of Virginia 
upon appeal taken to that court by the 
city of Richmond. This places all of 
the properties of the company under 
the jurisdiction of the State Corpora- 
tion Commission of Virginia. Accord- 
ing to T. S. Wheelright, the president. 
it affords a credit base that will enable 
the company properly to expand and 
meet the increasing demands for trans 
portation as well as light and power 
service throughout the large part o 
the state covered by its lines. 

The company now serves about 25 
per cent of the population of the State 
of Virginia. Its light and power lines 
furnished electric service to 71,759 cus. 


RESULTS OF RAILWAY OPERATION A’ 
RICHMOND FOR YEAR ENDED DEC. 31 


, 1924 1923 
Revenues—Railway 

Passenger $4,667,501 $4,927,4 

Freight 12,393 Be 

MAL, i dott paite tains 1,076 1,0 


Total car revenue........ 


$4,680,971 
Outside operations...... . 68,072 


Total railways........ $3,767,135 


* Totalrailway revenue.. $4,749,043 $5,009,699 
Operating Expenses—Rail- : 

way: 
Maintenance of way and 
structures. oo Means $457,234 $471,8 ' 
Maintenance of equipment. 395,902 393, ; 
Power... ...... cg ea as a SE 286,174 388, ' 
Conducting transportation... 1,577,040 f 
Vraliies. gif itis hookers 7,05 ' 
General expenses.........:. 1,043,725 - k 
N 
q 
h 
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tomers during the past year, an in- 
crease of 5,165 customers over the 
previous year, and its railway lines 
carried a total of 75,580,824 revenue 
passengers for the year, a decrease of 
4,566,845 compared with the previous 
year. 

During the year the property account 
of the various division was credited 
with $2,022,028, representing the value 
of property reconstructed, abandoned 
and dismantled as unserviceable and 
other property transferred from one 
division to another, viz.: 


Railway Department: 
Richmond Division................. $474,653 
Petersburg Division...........5..... 70,235 
TE ONG TILVIGION sfc. acays pe aint w wah s elev 132,520 
ivisi 460,041 


‘ $1,137,449 


Properties constituting the system of 

the Virginia Railway & Power Com- 

_pany for the fiscal year ended Dec. 31, 
1924: 


tot piles 


Bee i Single Trapk 
e rac. eage: 


7 0 UT RRs oe 79.333 
Me Henrico County....2.... 5660 een nie 5.629 
Chesterfield County yO I.. ereee 21.024 
» Prince George County.............. 0.428 
mn Dinwiddie County.................. 4.250 
Mee Petersburg City......5........... é 8. 806 
MeENOTIOlK CiI6y 0:02. ee ce oe 84.522 
mee worfolk County... <0... .s:cs os 4 sae 19.673 
artamosth: Cweye es. so bi seginn: ceived me 19,681 
otal =<)... 243.346 


In order to supplement its present 
railway service and meet the increasing 
demands for transportation, the com- 
pany proposes to add buses to its equip- 
ment and operate a unified service by 
issuing transfers as between the two 
types of service, thus enlarging the 
“scope and adding to the flexibility of 
its transportation system. To supple- 
‘ment the present railway service with 
bus operation will involve an expendi- 
ture of approximately $1,000,000. 
Early in the year the company ac- 
quired 19,942 shares of a total of 20,000 
shares outstanding of the capital stock 
_of the Roanoke Rapids Power Company 
at a cost of approximately $1,000,000. 
In the light and power department cap- 
ital expenditures during the past year 
amounted to $1,856,634. 
_ Approximately $2,000,000 has been 
authorized to cover the 1925 construc- 
tion program, made necessary to safe- 
guard the service and meet the increas- 
‘ing needs of the communities served 
throughout the system. This amount 
includes the construction in Richmond 


cf two automatic substations serving 
the railway and commercial customers 
in the north and west ends of Rich- 
mond, one automatic substation serving 
commercial customers in the far west 
end of Richmond, a hydro-electric gen- 
erating station in South Richmond and 
the construction of a 110,000-volt trans- 
mission line between Suffolk and Roa- 
noke Rapids, at an estimated cost of 
$800,000, including right of way, to 
connect the Roanoke Rapids Power 
Company with the power system of the 
Virginia Railway & Power Company. 
In connection with the construction of 
this line, substations will be erected 
at Suffolk and at Roanoke Rapids. 

The expenditures during the fiscal 
year ended Dec. 31, 1924, for additions, 
extensions and betterments to property 
and charged to capital account were 
$2,546,556. Capital expenditures in the 
railway department during the year 
totaled $492,196. They may be sum- 
marized as follows: 


Railway Department: 


Richmond'Division...........0..... $316,636 
Petersburg Division. . Pee hak oes 73,417 
Norfolk Division. . POTTS ener he 88,141 
Portsmouth Division. Pes ee 14,001 

$492,196 


Buses Help Interurban Earnings 


Operation of buses from its terminus 
at Winton Place to Cincinnati, Ohio, 
was partly responsible for the in- 
crease in passenger traffic on the Cin- 
cinnati & Dayton Traction Company’s 
lines last year, according to the annual 
report of George P. Sohngen, receiver, 
filed in the Court of Appeals at Dayton. 
The increase in receipts over the Hamil- 
ton to Cincinnati division was put at 
$17,724 over those for the preceding 
year. Elimination of bus competition 
between Dayton and Middletown en- 
abled an increase of $9,157 over 1923. 
Hamilton city lines, a part of the sys- 
tem, showed a decrease of $2,127. Gross 
income on the Hamilton city lines was 
$213,995 and operating expenses $138,- 
599. The Dayton city lines showed a 
decrease of $4,178. In both cases where 
losses were shown traction officials 
blamed a general depression in business. 
Five divisions are included in the re- 
port. They are the Southern Ohio and 
the Dayton Traction Company, Cincin- 
nati-Hamilton division, Dayton city 
division and C. N. & W. division, which 
showed a grand total of 9,425,230 pas- 
sengers carried. Freight receipts 
showed an increase, excepting on the 
C. N. & W. division. 


Foreclosure Decree Signed 
at Kansas City 


Judge Kimbrough Stone at Kansas 
City, Mo., has signed the decree of fore- 
closure against the Kansas City Rail- 
ways. No date has been set for the 
sale, however, that detail being left to 
John T. Harding, special master in the 
receivership, who will conduct the sale. 

The decree signed by Judge Stone is 
a printed document of 173 pages. It 
contains a description of all of the 
property owned by the railway and 
embraces the, court’s rulings on the 
priority of the principal claimants. It 
does not give to the first mortgage 
bondholders more than the amount of 
their lien against the property. If the 
sale price is sufficient to produce more 
than enough to satisfy the first mort- 
gage holders and pay their interest, 
the second mortgage bondholders will 
share, then Mr. Armour’s claim will be 
satisfied, and finally the stockholders 
will participate. The court will dis- 
pense any further proceeds. 

Interests dissenting from the decree’s 
provisions have three months in which 
to appeal from the rulings of Judge 
Stone. 

A new ownership of the railways by 
Jan. 1, 1926, is not unlikely. As soon 
as the appeal time has elapsed, the 
progress in winding up the receiver- 
ship is expected to be rapid. Perhaps 
by late summer Mr. Harding will be 
ready to fix a date for the sale. Thirty 
days’ notice will be required, then the 
sale will be held and the bids certified 
to Judge Stone. In the meantime, the 
court’s valuation of the property will 
have been completed, giving the court 
accurate information as to what the 
sale value of the property should be. 


Toronto Paid $671,538 
Arbitration Costs 


The amount of the costs to the city 
of Toronto, Ont., in connection with the 
arbitration proceedings under which it 
purchased the Toronto Railway was 
$671,538, and in connection with the 
appeal to the privy council against the 
award $25,573, a total of $697,111. 
Among the fees to experts the following 
payments were made: W. S. Murray, 
$26,268.99; A. S. Richey, $86,759.12; 
Cc. A. King, $36,614.20; C. R. Harte, 


$9,105.91; W. D. Pence, $4,136.22; 
T. Scullin, $1,992.10; C. H. Clark, 
$2,614.44; R. M. Feustal, $2,998.36; C. 


a 454; W. S. Twining, 
T. Spencer, $1,090.00. 


oe 
$615.32; 


Revenue passengers. 


-—— Richmond —— -—-Petersburg——~ —-— Interurban — 
1924 1923 


41,715,344 42,402,172 3,357,365 3,880,752 1,767,468 1,975,358 25,018,674 27,479,653 3,721,631 4,409,392 75,580,482 80,147,327 
19 


RAILWAY STATISTICS OF THE VIRGINIA RAILWAY & POWER COMPANY 


1924 1923 1924 1923 1924 


Norfolk 


Soe — 
1924 1923 


— al ——— 
1923 1924 1923 


Pransfers and free passengers. . rt (3 566, 972 13,672,124 654,489 716,241 02,862 844 4,004,336 4,132,002 519,543 564,781 18,848,202 19,104,992 
Total passengers... . 55,282,316 56,074,296 4,011,854 4,596,993 1,870,330 1,995,202 29,023,010 31,611,655 4,241,174 4,974,173 94,428,684 99,252,319 

Percentage of revenue ‘passengers 

ee sonorers.: ud 31.92 31.56 19.17 18.11 5.4 0.7 14.92 13.92 13.46 12,22 24.22 23.04 
Average fare per passenger, inc ud- : . 

ing transfers and free. . , $0.0443 $0.0445 $0.0427 $0.0417 $0.1331 $0.1437 $0.0544 $0.5360 $0.0517 $0.0524 $0 0524  $0.0496 
RIOR. oo FS te clare alls tat 8,883,437 8,648,160 792,570 792,430 828,821 874,318 5,429,982 5,549,964 1,155,559 1,382,590 17,090,369 17,247,462 
2 oer 1,083,750 | 077,413 99,390 ey 58,519 aL gar eee Pog iets Ge oe Pee qe ass 
verage assengers er -day.. Meera 151,045 153,628 10,961 12,594 5,110 466 B A , , , , 
‘otal Ke pase per ae $0.2781 $0.291 $0.231 $0.2566 $0.3146 $0.3407 $0.2972 $0.3115 $0.1914 $0.1901 $0.2778 $0.2905 
‘otal revenue per car-hour. . 3 $2.279 $2.336 $1.842 $2.02 $4.425 $4.844 $2.706 $2.756 $1.599. $1.519 $2. 402 $2. 456 
Uperating expenses per car-mile. . $0.215 $0.2215 $0.1731 $0.1768 $0.2391 $0.2613 $0.2364 0.2413 $0.2058 $0.2056 $0.2204 $0. 2266 
Uperating expenses per car-hour.. $1.763 $1.778 $1.38 $1°392 © $3.362- $3.715 $2.152 $2.135 $1.719  $1:643 $1.906 $1.915 
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Lake Shore Electric Railway 
System Reports Smaller Surplus 


A surplus of $92,198 was realized by 
the Lake Shore Electric Railway Sys- 
tem, Cleveland, Ohio, in 1924, against 
$172,461 for the previous year. These 
figures include operation by two sub- 
sidiary railways and two power com- 
panies. The accompanying statements 
give the income results separately of 
the Lake Shore Electric Railway, the 
Lorain Street Railroad and the San- 
dusky, Fremont & Southern Railway 
as shown in the 24th annual report. 


EARNINGS AND OPERATING EXPENSES OF 
THE LAKE SHORE ELECTRIC RAILWAY 


1924 1923 

Gross earnings... $2,211,518 $2,235,662 
Operating expenses and taxes. 1, 779,879 1,709,889 
Bi) CArMINgSs.... eee Es eee $431,638 $525,772 

L. & C., T. F. & N. and Ist 

cons. interest............. 205,975 205,975 

$225,663 $319,797 

All other interest............ 132,724 135,024 
Gurpluass So onc eae $92,938 $184,773 
Ratio of operating expenses to 

gross earnings, per cent.... 80. 76.48 
Caromniles* 3 ne Saree 4,198,831 4,055,508 
Income per ‘car-mile, cents... . 52. 55°42 
Operating expenses and taxes 

per car-mile, cents. . : 42.39 42.16 
Net earnings per car- -mile cents 10.2 12.96 
Passengers carried. , 242,863 6,967,058 
Earnings per passenger, cents. 20.84 22.03 


DETAILED EARNINGS AND EXPENSES OF 


THE LAKE SHORE ELECTRIC RAILWAY 
Earnings 1924 1923 

Passenger revenue..... . $1,290,162 $1,521,282 
Mail revenue. 3.00 6 ee 3,671 2,876 
Express TeVenuUe, 08: 5 ng oe 180,647 316, 173 
Freight revenue............. 458,131 151,070 
Transportation ees..25. eee 187 178 
All other revenue............ 278,719 244,082 

Total fas) iat aece es $2,211,518 $2,235,662 


Expenses and taxes 
Maintenance of way and 


structures. - $259,085 $239,401 
Maintenance of equipment a 158,895 153,490 
Operating power plants...... 318,265 368,059 
Conducting transportation... . 610,522 542,676 
Traffic... aa 15,364 8,765 
General and miscellaneous... . 272,417 253,177 
axes eee eee ten 145, 329 144,318 
otaler wen ase Seen . $1,779,879 $1,709,889 
For additions and improvements 


charged to capital account the Lake 
Shore Electric Railway expended $145,- 
889 and the Lorain Street Railroad 
$64,619. 

The Lorain Street Railroad rebuilt 
8,450 ft. of single track of 80-Ib. rail 
on concrete base in Lorain. At Elyria, 
2,450 ft. of single track was rebuilt 
with 100-lb. rail on concrete base. Five 
city cars were purchased and placed in 
service. 

The Lake Shore Electric Railway re- 


EARNINGS AND OPERATING EXPENSES OF 
THE SANDUSKY, FREMONT & SOUTHERN 


1924 1923 

Gross OYMings Sete aoe $119,975 $14,797 
Operating expenses and taxes. ne 13,779 108,155 
Net earnings oor: ae ane $6,195 $6,641 
Interest paid... ...0ca esse ct 32,250 32,250 
Surplus:s > cv Sse0h eae ee *$26,054 *$25,608 
Ratio of operating expenses: to 

gross earnings, per cent. . 94.84 94.21 
Car-milés:< 50, d22o.0 2s 343,432 235,882 
Income per car-mile, cents. . 34.94 48.67 
Operating expenses and taxes. 

per car-mile, cents......... 33.13 45.86 
Net earnings, per car-mile, cents 1.81 2.81 
Passengers carried........... 260,468 293,500 
Earnings per passenger, cents. 32.35 33.33 


*Deficit. 


- 


built with new 100-Ib. rail on concrete 
base 2,200 ft. of double track at Lorain. 

On June 28, 1924, a cyclone struck 
a portion of the cities of Sandusky and 
Lorain, killing nearly 100 people and 
causing great destruction of property. 
At Lorain especially great damage was 
done, practically all of the trolley poles, 
trolley wires, high-tension poles and 
power and transmission lines of the 
Lake Shore Electric Railway and about 
one-half of the lines of the Lorain 
Street Railroad were destroyed. Two 
cars were overturned in the streets and 
the freight station unroofed. The loss 
in earnings and expense of replacement 
of damaged property cost the com- 
panies not less than $125,000. 


EARNINGS AND OPERATING EXPENSES OF 
THE LORAIN STREET RAILROAD 


1924 1923 
Gross earnings.............. $286,458 $281,946 
Operating expenses and taxes. 260,424 263,569 
Net. earningsco.. eee. es es $26,034 $18,377 
First mortgage bond interest. . 27,500 27,500 
*$1,465 *$9,122 
Other interest............... 23,662 24,318 
Surplus<n-aee cee: *$25,128 | *$33,441 
Ratio of operating expenses to 
gross earnings, per cent.... 90.9 93.48 
Car-miles:. sia eee - 969,292 935,332 
Income per car-mile, cents.. 29.55 30.14 
Operating expenses and taxes 
per car-mile, cents......... 26.87 28.18 
Net earnings per car-mile, cents 2.68 1.96 
Passengers carried........... 3,773,619 3,676,080 
Earnings per passenger, cents. 7.59 7.67 
*Deficit. 


New Richmond Valuation 
Figure $11,006,987 


Allen J. Saville has submitted to the 
State Corporation Commission of Vir- 
ginia a valuation report in which he 
fixes the value of the Richmond prop- 
erty of the Virginia Railway & Power 
Company at $11,006,987. Mr. Saville 
includes in his report a table of the 
percentage of net earnings which would 
accrue to the company if a 7-cent cash 
fare were made effective. This is the 
only fare that he mentions. He does 
not, however, specifically recommend a 
7-cent fare. 

In fixing the value of the company’s 
Richmond property at $11,006,987, Mr. 
Saville has arrived at a valuation much 
greater than the $7,500,000 fixed for the 
city in the Beeler report, as of January, 
1922, and far below the $16,850,000 
claimed by the company as of Jan. 1, 
1925. 

At the same time it was announced 
that a separate report has been drawn 
up by Edwin Wortham, local engineer, 
for the city, and that this report fixes 
the present valuation at $7,301,350, 
which is less than the Beeler valuation. 

Counsel for the city and company 
will have an opportunity to reply to 
the statements in the Saville report 
before the State Corporation Commis- 
sion on June 3, it was announced by the 
commissioners. 

These were the principal develop- 
ments on May 23 in the Virginia Rail- 
way & Power situation. General plans 
for the future development of the com- 
pany’s traction and light properties 
throughout the state will await the 
return to this country of Charles A. 
Stone of Stone & Webster, who have 
purchased the controlling interest in 
the company from Frank Jay Gould. 


Improvement in Honolulu in 1924 


The total revenue from all sources of — 
the Honolulu Rapid Transit Company, 
Honolulu, Hawaii, for the year 1924 
was $1,014,349, compared with $988,928 
for the year 1923. The total operating 
expenses for the year were $713,930, 
compared with $618,708 for the year 
1923. The number of passengers car- 
ried was 19,576,438, against 20,317,672 
in 1923. The number of transfer pas- 
sengers increased from 3,873,923 in 
1923 to 4,781,791 in 1924. Total pas- 
senger revenue for the year was $992,- 
416, compared with $971,131 for 1923. 
These facts were made part of the 
manager’s report contained in the an- 
nual report for the year ended Dec. 31, 
1924. Manager Johnson stated that 
the decrease of full fare passengers 
carried and the unavoidable delay in 
securing the increase of fare resulted 
in a lower gross revenue for the year 
than was anticipated; the increase in 
operating expenses as shown below was 
due to increased maintenance of tracks 
and equipment, an increase in price of 
fuel oil, and the increase of wages put 
into effect in October, 1923. 


HONOLULU RAPID TRANSIT COMPANY, LTD. 


Operating revenues 1924 1923 
Revenue from transportation: 
Passenger revenue. . $990,443 $969,810 
Busrevenue...... 11, 4,461 
Special car revenue A :972 1,319 
Freight revenue...........-- 932 2,841 
Total revenue from trans- 
portation: 5. -souueneees $1,005,193 $978,433 
Revenue from other railway 
operations: 
Rents of buildings........... $2,045 $2,410 
Miscellaneous.............+: 911 704 
Interest, (tea nrcaie isnt 6,198 7,380 — 
Total revenue from other 
railway operations....... $9,155 $10,494 


Gross revenue from operations$1,01 4,348 $988,928 


Operating expenses: i 
Way and structures.......... $88,414 $71,561 
Bauipment, ¢o./fixewace gene 78,56 59,583 
Sides Fa staat ae at ree eo 1 4 he 
Con yaree transportation. . tl 

atahic TART Seated eels 5,099 3,721 

General and miscellaneous. . 95,924 85,702. 
Total operating expenses.... $713,930 $618,708 
$300,418 $370,219 

Replacements chargeable to op- 
erating expenses............- 25,432 34,518 

$274,986 $335,701 
Taxes $128,577 $135,343 
Profit and loss. 3,261 2... 
Depreciation... 45,089 37,519 

$176,928 $172,862: 

Net revenue from operations.... $98,057 $162,838 

Deductions: 

Interest): 3705 2 tas oO $1,506 $6,423 
Dividendssc2iyned Sa Sirs had 0,0 


75,000 


Balance 1924 to surplus (cef- 
icit 1923) 


The Kalihi Bus service was continued fe 
during the year, and with the increas 
of fare in October, free transfers tedr 


of patronage. It is expected that wi 

the increased patronage the service W 
show more profitable operation du 
1925. The report states that it will b 
necessary to supplement the bus equip) 
ment for the Kalihi district with th 
addition of either one or two buses © 
a more improved type to maintain — 
favorable operating factor. The ma 
agement is now studying the advisabi- 
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ity of providing a cross-town bus serv- 
ice for Kaimuki, connecting with the 
Waikiki car line. 

Replacements chargeable to operat- 
ing expenses were made in the different 
departments during the year as fol- 
lows: Way and structures, $15,628, 
equipment, $9,059; power, $385, and 
general and miscellaneous, $361, mak- 
ing a total of $25,433. 

The annual report of the Honolulu 
Rapid Transit Company also contained 
a statement of the president, Alfred L. 
Castle. His statement explained the 
details of the various fare hearings 
during the year and gave the history of 
the decision of the commission in fix- 
ing a rate base of $3,250,000. He 
recommends the abolition of the tax to 
the city and the county of Honolulu, 
which meant 2% per cent of the com- 
pany’s gross transportation revenues. 


Net Earnings in Havana Decrease 


Gross earnings from operation of the 
electric railway department of the 
Havana Electric Railway, Light & 
Power Company, Havana, Cuba, for 
1924 were $5,924,606, an increase of 
1.0 per cent over 1923. The net earn- 
ings were $1,971,734, or a decrease of 
7.7 per cent over 1923. According to 
the report of the president to the stock- 
holders the relatively unfavorable 
showing of the railway department was 
due largely to a sympathetic strike 
which led to a suspension of railway 
service for substantially a week. 

The report of the general manager, 
included in the report to the stockho!d- 
ers, states that At the end of 1923 the 
regular schedule covered 37 different 
lines, requiring 448 cars on weekdays 
and 445 on Sundays. One new line was 
added and at the end of 1924 the regu- 
lar schedule called for 480 cars on 
weekdays and 475 on Sundays. Pas- 
senger traffic was somewhat better 
than in 1923, when the gain was largely 
offset by the loss during the strikes in 
April and November. The increase in 
operating expenses was due partly to 
the increase in wages and salaries, and 
partly to excessive congestion of street 
traffic which interfered with the opera- 
tions of the cars. 

For the first time since 1917 con- 
siderab’e extensions of the railway line 
were built, divided between the central 
districts of the city, where the density 
of traffic had increased greatly, and 
new outlying residential districts that 
are being developed. The total amount 
of new single track added to the system 
in 1924 was 8.33 miles and the total 
length of single track reconstructed 
was 2.05 miles. Fifty new model pas- 
Senger cars were built and put in serv- 
ice and four old type cars were re- 
constructed. The construction of 50 

additional new cars was authorized, of 

which fifteen were begun. 


Sale of South Bend Line Under 
Foreclosure Ordered 


An order for the sale of the Chicago, 
Lake Shore & South Bend Railway, 
known as the South Shore lines, has 
been issued by Judge Thomas W. Slick 
of the United States District Court at 
South Bend, Ind. Floyd O. Jellison, 
South Bend, was named special master 
in chancery to conduct the sale. The 
judge approved an order prepared by 
attorneys for the railroad and the 
Cleveland Trust Company, trustee for 
the bondholders. 

The plan proposed for the reorganiza- 
tion of the road provides for improving 
the property and turning the manage- 
ment over to Samuel Insull and asso- 
ciates. After the legal proceedings 
have been carried to a successful con- 
clusion and a program is finally ap- 
proved by the Public Service Commis- 
sion the new company will work out a 
new plan which will include a change 
from the present alternating current 
electrification to direct current. A re- 
view of the basis on which the reor- 
ganization will be carried out was 
published in the ELrEctric RAILWAY 
JOURNAL for Feb. 7, page 238. 


Pass and One-Man Car Subjects 
Injected Into Baltimore Valuation 


The subject of fare structure has 
been brought into a hearing to de- 
termine the valuation of the property 
of the United Railways & Electric Com- 
pany, Baltimore. The Maryland Public 
Service Commission is devoting about 
three days each week to it. The hear- 
ing was resumed on May 19 and on 
May 21 was resumed until May 27. 

When the hearing was resumed 
Clarence W. Miles, people’s counsel, 
presented a petition to the commission 
asking that the railway be directed to 
show cause why it should not put into 
effect a $1 weekly pass good within the 
one-fare city-fare zone. It also was 
asked that the company be required to 
show cause why the one-man cars 
should be continued in operation. Fur- 
thermore, an intensive investigation in- 
to the complete rerouting of the lines 
was suggested. 

Counsel for the railway objected to 
the petition on the ground that it had 
no place in the hearing to determine 
the valuation of the property. After 
taking the subject under consideration, 
however, the commission granted the 
petition in part. This was done after 
Mr. Miles filed an amended petition in 
which dates were eliminated. The com- 
mission directed that the United show 
cause why the $1 weekly ticket should 
not be issued and also that the testi- 
mony must be presented before the com- 
pany concludes the presentation of its 
direct testimony in the valuation hear- 


s 


Total number of passengers carried....... 
assenger car-miles 
assenger earnings 
assenger earnings per car-mile.......... 

Total earnings from operation............ 

3 operating expenses 


Total operating expenses per car-mile.... 
; perating ratio 
Wet earnings from operation............. 


STATISTICS OF OPERATION AT HAVANA 


ing. The company also was directed 
1923 1924 
114,292,880 114,872,616 
17;722,683 18,028,046 
$5,714,644.00 $5,743,630.80 
$0.322 $0.3186 
$5,864,904.00 $5,924,606.26 
$3,728,344.94 $3,952,872.56 
$0.2103 $0.2192 
63.57 % 66.72 % 
$2,136,559.0 $1,971,733.70 


= ee 


to show cause why the one-man cars 
should be continued in operation and 
to make studies of the rerouting. The 
subjects of one-man cars and rerout- 
ing, however, are not to be considered 
by the commission during the valuation 
hearing. 

The fare petition took up a large 
part of the time of the hearing, but 
Adrian S. Hughes, Jr., said that the 
power-distributing equipment was in 
approximately 90 per cent. perfect 
condition. John E. Zimmermann of 
Day & Zimmermann, contractors, Phila- 
delphia, and Albert S. Richey of the 
Worcester Polytechnic Institute testi- 
fied as to the condition of the com- 
pany’s tracks. Two methods were used 
by Mr. Zimmermann, he testified, one 
indicating that the tracks are in 81 per 
cent perfect condition and the other 
showing them to be in 84 per cent per- 
fect condition. Mr. Richey considered 
the tracks to be in 85 per cent perfect 
condition. 


Ardor for Municipal Ownership 
Dampened 


The Canadian Financial Post says 
that the predicament of the radial lines 
running out of Hamilton, Ont., has had 
the natural effect of damping the ardor 
of municipal ownership enthusiasists. 
With these lines operating at a heavy 
loss, and the city system showing a 
falling off in receipts, there is not much 
encouragement either for the com- 
pany to renew its existing franchise, or 
for the municipality to take over the 
responsibility, says this paper. The sit- 
uation demands very earnest thought. 
To meet the new conditions there must 
be a readjustment. 

The same authority says that the 
Hamilton Street Railway has not done 
well. Recently it was pointed out that 
the franchise would expire in 1927. 
Competition from the automobile, cou- 
pled with a generally depressed condi- 
tion of business, made inroads on the 
traffic of the company, with the result 
that car earnings fell off materially. 


Philadelphia Seeks Tax Refund 


Efforts again will be made by the 
city to obtain from the federal govern- 
ment the refund of $5,000,000 paid by 
the Philadelphia Rapid Transit Com- 
pany, Philadelphia, Pa., in income 
taxes since 1917. Senator Pepper, 
Mayor Kendrick, City Solicitor Gaffney 
and W. W. Atterbury, vice-president of 
the Pennsylvania Railroad, will make a 
personal appeal to Secretary Me'lon of 
the Treasury to overrule the decision 
by the Internal Revenue Bureau 
against the refund. 

Last November the federal govern- 
ment refused to refund to the company 
$5,000,000 of income and excess profits 
taxes which both the company and the 
city believe were erroneously paid. The 
first appeal was made by the company 
itse'f. Later the city joined in the 
action. The grounds set up were that 
a section of the former federal revenue 
act exempted from taxation any public 
utility in which a municipality or other 
political subdivision had an interest, 
such as the city had in the Philadelphia 
railway system by reason of the agree- 
ment of 1907. 
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Final Offer from City for 
Rainier Valley Line 


One million two hundred thousand 
dollars is the highest figure the City 
Council of Seattle, Wash., is willing to 
authorize for the purchase of the 
Seattle & Rainier Valley Railway. This 
is $125,000 less than the amount John 
C. Higgins, attorney for the bond- 
holders, had advised the Council his 
clients would consider. The attorney’s 
minimum figure. $1,325,000, was based 
on an assertion that this amount would 
be required to bring in all the outstand- 
ing bonds held by the Rainier Valley 
bondholders. 

Accountants employed by the city say 
that the price of $1,200,000 is still too 
high. Isaac Comeaux, city accountant, 
says $955,000 would be sufficient to 
take up the outstanding bonds at their 
actual worth. He said the Rainier com- 
pany recently sold $400,000 of bonds 
at 75 cents on the dollar. At this figure 
the bonds of the company would be 
worth $879,000 instead of $1,172,000. 
He said the fact that the city was 
negotiating for the purchase of the line 
would tend to raise the quotation for the 
bonds, but that instead of paying this 
increase the city, as the only purchaser 
in the market for the line, should buy 
the bonds at the value established for 
them by the recent sale of the $400,000 
issue. 

Another important finding was that 
the Rainier Valley citizens will expect 
the city to pave between the tracks if it 
purchases the line, an improvement the 
private company has long been finan- 
cially unable to carry out. This will 
cost $500,000 to $750,000, and will add 
to the interest burden without increas- 
ing revenues. 

Under the proposal of the city pay- 
ment for the line will be made in 5 per 
cent twenty-year utility bonds payable 
in fifteen installments beginning the 
sixth year after issuance. 

The city is influenced by a desire to 
obtain use of the Rainier line along 
Fourth Avenue from Stewart Street to 
the depot as part of the present munic- 
ipal system to help relieve congestion 
on First, Second, Third and Fourth 
Avenues. If the present municipal 
line were operated on Fourth Avenue 
on a rental basis with tracks in the 
hands of the private company as owner 
it would cost the city from $30,000 to 
$50,000 a year in rentals. 

The company has 60 days in which to 
advise the Council whether it will 
accept the offer. Further, it has been 


advised that the offer is final with the 
Council. 


Saltair Railway Included in Sale 


What is left of the famous Saltair 
resort, 15 miles west of Salt Lake City, 
almost totally destroyed by fire on 
April 22, has been offered to the city of 
Salt Lake by President Heber J. Grant 
of the Mormon Church. The offer in- 
cludes the Salt Lake, Garfield & West- 
ern Railway, which operates between 
the city and the resort. If the city ac- 
cepts the gift it will assume the bonds 
now outstanding for the electrification 
of the railroad. These bonds, in the 
amount of $267,000, mature serially 
until 1941. The church now holds a 
mortgage given by the amusement com- 


pany, which has been operating the re- 
sort, but it is announced that this mort- 
gage will be canceled by the holders in 
case the city accepts the offer. Should 
the city take over the property it would 
be with the idea of rebuilding the super- 
structure which was destroyed by the 
recent fire. It is estimated that a 
modern structure could be built for 
about $250,000. 

The Mormon Church had already been 
offered $75,000 for the property, but 
this was rejected. No decision has been 
made as yet by the City Commission as 
to what action will be taken. 


Bondholders Set Agreeable Price.— 
Mayor Kendrick of Philadelphia, Pa., 
recently submitted by message a com- 
munication concerning the Frankford 
Tacony & Holmesburg Street Railway 
reporting the result of a meeting of the 
bondholders on May 13. They agreed 
that if the bid for the system equaled 
$350,000 the bondholders would be 
amply protected and satisfied. The city 
is asked to buy in the line at the re- 
ceivers’ sale in June. As indicated pre- 
viously in the ELECTRIC RAILWAY JOUR- 
NAL it is proposed to link it up with the 
Frankford “L” to reach the Tacony 
and Holmesburg sections, after the city 
spends about $450,000 in new equip- 
ment. The ordinance to acquire the 
line is pending in the committee on 
transportation and public utilities. 

Seek Abandonment of Line.— The 
stockholders of the Binghamton Rail- 
way, Binghamton, N. Y., recently voted 
to request the Public Service Commis- 
sion for permission to abandon a por- 
tion of the former line in Johnson City. 
A bus line now serves the major portion 
of this territory. Operation of the 
trolley was abandoned with the con- 
struction of the Ackley Avenue pave- 
ment. 


Valuations Reduced. — Valuation of 
the Terre Haute, Indianapolis & East- 
ern Traction Company, Terre Haute, 
Ind., which in 1924 stood at more than 
$8,000,000, was cut to $5,224,870 this 
year, and the $7,548,291 valuation of 
the Union Traction Company last year 
was reduced to $4,719,686 this year by 
the Indiana Tax Board on May 23. 


Operating Income Increases. — The 
Pacific Gas & Electric Company, oper- 
ating in Sacramento, Cal., reports to 
the Railroad Commission its 1924 rail- 
way operating revenue as $747,005 
compared with $788,977 for 1923. The 
operating expenses, excluding taxes, 
for 1924 are reported as $636,927 and 
for 1923 as $718,794, leaving net oper- 
ating revenue of $110,078 for 1924 and 
$65,183 for 1923. During 1924 taxes 
charged to operation were $47,849 and 
for 1923 $50,130. Deducting the taxes 
leaves operating income of $62,229 for 
1924 and $15,053 for 1923. 


Gross Income Falls Off.—The Central 
California Traction Company, operating 
from Sacramento to Stockton in Cali- 
fornia, has reported its 1924 operating 
revenue as $592,798, compared with 
$615,856 for 1923. The operating ex- 
penses, excluding taxes, for 1924 are 
reported as $507,744 and for 1923 as 
$495,367, leaving a net operating reve- 
nue of $85,053 for 1924 and $120,489 
for 1923. During 1924 taxes charged 
to operation were $31,911 and for 1923 


$33,920. Duducting the taxes leaves 
operating income of $33,142 for 1924 
and $86,569 for 1923. Adding to the 
operating income the non-operating in- 
come of the company results in a gross 
corporate income available for interest, 
amortization of debt discount, other 
fixed charges, non-operating expenses, 
dividends and surplus of $73,969 for 
1924 and $102,803 for 1923. 


Denver Tramway Creditors to Get 
Stock.—According to an order issued by 
Federal Judge Robert E. Lewis, credi- 
tors of the Denver Tramway, Denver, 
Col., who file their claims with Ernest 
Stenger, receiver, before June 1 will 
be paid with preferred. stock if the 
claims are filed, but claims unfiled on 
June 1 will be forever barred. It is 
estimated that $150,000 will cover the 
amount of the claims. 


Net Income Lower.—For the ten- 
month period ended April 30, 1925, the 
Brooklyn City Railroad, Brooklyn, N. Y., 
had a passenger revenue of $9,415,702, 
against $9,743,958 for the ten-month 
period ended April 30, 1924. Operating 
expenses and taxes increased from 
$7,983,570 in the 1924 period to $8,124,- 
053 for a similar period ended April 
of this year. After the consideration _ 
of income deductions the net corporate | 
income for the ten-month period ended — 
April 30 of the present year was 
$1,216,666, against $1,662,086 for the 
ten-month period ended April 30, 1924. 

Abandonment Issue Deferred.—A | 
hearing was held by the Public Service 
Commission on May 26 on the petition 
of the Kingston Consolidated Railroad, 
Kingston, N. Y., for consent to abandon _ 
the part of its routé known as the | 
Colonial line, except for that part | 
running to Kingston Point. After cer- — 
tain proof had been submitted by the | 
company an adjournment was taken to 
June 5 at Albany. On behalf of the 
company it was contended that the 
Colonial line was operating at a large 
loss and that it constituted a severe 
drain on the resources of the company. _ 
It was claimed that the increases in 
fare allowed in the last few years had — 
failed of their purpose in that they had 
not brought about the expected rev- 
enues. The company stated that it had | 
an application pending before the Com-_ 
mon Council to operate a bus line to — 
serve the territory now served by the 
Colonial line and a large additional part 
of the city. 

$220,355 Available for Charages.——The 
San Diego Electric Railway, San Diego, 
reports to the California Railroad Com- 
mission its 1924 operating revenue as 
$1,482,831 compared with $1,374,908 for 
1923. The operating expenses, exclud- 
ing taxes, for 1924 are reported as 
$1,220,041 and for 1923 as $1,146,433, 
leaving net operating revenue of $262,- 
790 for 1924 and $228,474 for 1923. 
During 1924 taxes charged to operation 
were $100,492, and for 1923 $98,393 
Deducting the taxes leaves operatin’ 
income of $162,297 for 1924 and $130,- 
080 for 1923. Adding to the operatin 
income, the non-operating income of th 
company results in a gross corpora 
income of $220,355 for 1924 and $167, 
223 for 1923. This represents th 
amount available for interest, amortiza) 
tion of debt discount, other fix 
charges, non-operating expenses, divi 
dends and surplus. 
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Personal Items 


Messrs. Vaughan and Morley 
Owner-Managers 


Sidney L. Vaughan and William K. 
Morley are two men sold on the idea 
that despite the inroads of buses and 
the growth of the use of the private 
automobile there is a good future for 
the interurban railroad intensively de- 
veloped. What is more significant, they 
are prepared to back that faith with 
their dollars and so have just taken 
over the Grand Rapids, Grand Haven 
& Muskegon Railway, of which Mr. 
Vaughan has for some time been vice- 
president and general manager and of 
which Mr. Morley formerly was presi- 
dent. Mr. Vaughan will continue with 
the company in the capacity in which 

he has served for some time, but Mr. 

Morley returns to the property as 
_ president. 

These two men have set for them- 
selves a difficult task, but they are 
_ well qualified by training and previous 
experience to grapple with the prob- 

lem. Not all the terms under which 

they took over the road have been made 
public, but this much is known: a 
- $1,500,000 first mortgage bond issue 

matures on July 1, 1926. Left entirely 
_to themselves in the handling of 
the road, the new owners expect by 
intensive merchandising methods so to 
re-establish the credit of the company 
that this obligation can be met. 

It does not detract from the part 
that Mr. Morley will play as president 
of the road to say that it will be largely 
‘up to Mr. Vaughan. He has been 
actively in charge in the past and will 
continue as the directing head of the 
company. Mr. Vaughan is a so-called 
old-timer. By that is meant he started 
in at the telegraph key back in the 
“old days.” But Mr. Vaughan knows 
that old-time railroading is nothing 
like present-day railroading. He has 
thought a lot about the matter, and 
now he is backing his judgment with 
his money and the money of his asso- 
ciates. He has long known what he 
would like to do. Now he is free to 
‘do it. To his new task as owner- 
manager Mr. Vaughan brings a wealth 
of transportation experience. 

He learned telegraphy while working 
“as baggage man and tie inspector for 
‘the Chicago & West Michigan Railroad, 
and learned it, he says, during his 
leisure hours. Not only this knowledge 


‘agent at Holton, agent at Fremont and 
commercial agent of the Barry Line 
Steamers at Grand Rapids. All this 
happened between 1884 and 1902. 
After opening a city office for the com- 
pany, he was promoted in 1903 to gen- 
al freight and passenger agent of 
he company with offices in Chicago. 
There he remained until 1906, when 
the joined the Grand Rapids, Grand 
Haven & Muskegon Railway as general 
accountant. In the following year he 
Was appointed traffic manager to look 


after the increasing passenger and 
freight business. In February, 1922, 
he was elected vice-president, and in 
June, 1922, were heaped upon him the 
added responsibilities attached to the 
post of general manager. 


W. W. Holden Railway 
Chairman Southwestern Body 


W. W. Holden, superintendent of the 
traction department of the San Antonio 
Public Service Company, was elected 
to the chairmanship of the railway 
section of the Southwestern Public 
Service Association at its convention 
held in Houston, Tex., May 5-8. In 
thus moving forward another step, Mr. 
Holden is following out successfully a 
career conceived at a surprisingly early 
age. Long before attending college he 


Holden 


NV2or SV. 


had decided that the coming electrifica- 
tion of steam railroads would make 
electric railway work a desirable field 
of endeavor, and consequently he 
shaped his education in this direction. 
He was graduated from the University 
of Texas after having completed the 
work of both electrical and civil engi- 
neering courses in four years. 

During an apprentice period with the 
Westinghouse Electric & Manufactur- 
ing Company he made every effort to 
continue his training for electric rail- 
way work. At the end of that time 
he became electrical engineer and as- 
sistant superintendent in the construc- 
tion of the interurban line from Dallas 
to Waco and Corsicana. Upon the 
completion of this construction work, 
in January, 1914, he entered the em- 
ploy of the San Antonio Public Service 
Company, at that time the San Antonio 
Traction Company. Here he served as 
a motorman for a three months’ train- 
ing period. He was sent on an extended 
trip of inspection to look over the prac- 
tices of various other properties, and 
upon returning assumed charge of the® 
transportation department in San An- 
tonio. 

Mr. Holden was made a captain of 


engineers during the World War and 
served with the Sixth Engineers of 
the Third Division during the war and 
the occupation of Germany. He re- 
turned to San Antonio in May, 1919, 
and resumed his position as superin- 
tendent of transportation. Later he 
was placed in charge of equipment as 
well, with the title of superintendent 
of transportation and equipment. At 
the beginning of the present year he 
also took over the supervision of track, 
becoming general superintendent of the 
traction department. 

Mr. Holden has been a consistent 
advocate of the use of the bus as an 
auxiliary de luxe at a rate of fare 
higher than that charged by the rail- 
way. His experience in handling this 
new transportation vehicle covers a 
period of more than two years. His 
conduct of the affairs of the railway 
in San Antonio has also been marked 
by the development of engineers in 
each department trained to administer 
the routine affairs of daily operation 
and to take over research work. 


Fred E, Henderson, through a reor- 
ginization of departments of the St. 
Joseph Railway, Light, Heat & Power 
Company, St. Joseph, Mo., assumed the 
title and duties of purchasing agent of 
the company on May 1. Besides being 
in charge of all the supplies he will 
also superintend the warehouses, stores 
and equipment as well as the personnel 
of these departments. He will continue 
to act as superintendent of railways, 
taking over the duties of purchasing 
agent in addition to his work as head 
of the railway department. Mr. Hen- 
derson has been with the company since 
1904, when he was made storekeeper. 
He was later promoted to general store- 
keeper, and on the resignation of John 
C. Cutler was made purchasing agent 
for the company. He relinquished those 
duties when the health of the late Otto 
F. Koss, superintendent of railways, 
failed and B. C. Adams, then vice- 
president and general manager, pro- 
moted him to succeed Mr. Koss. 


W. C. Lancaster was recently ap- 
pointed chief engineer of the New York 
Transit Commission. He succeeds the 
late John H. Madden. Mr. Lancaster 
is a consulting engineer with offices in 
New York City. He recently was in 
the employ of the Board of Estimate as 
electrical engineer in charge of the de- 
sign for electrification and equipment 
of the proposed Staten Island tunnel. 


William H. Lines, construction engi- 
neer for the Portland Electric Power 
Company, Portland, Ore., has been ap- 
pointed assistant to Franklin T. Griffith, 
president of the company, effective May 
15. Mr. Lines joined the organization 
in 1912 and remained for five years, at 
which time he resigned to enter private 
business. In 1923 he returned to the 
Portland Electric Power Company and 
has remained in the capacity of con- 
struction engineer. 

Frank D. True, Portland, Me., vice- 
president of the Cumberland County 
Power & Light Company, Portland, 
Me., and a director of the Androscoggin 
& Kennebec Railway, was recently 
elected a director of the Boston & 
Maine Railroad to succeed Judge Nor- 
man L. Bassett, Augusta, Me. 
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Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


Recognized Types of Paving 
Brick Reduced 


From 66 to four recognized types 
and sizes of vitrified paving brick is 
the simplification record of the paving 
brick industry in the short period of 
four years, according to announcement 
just made by the permanent committee 
on simplification of varieties and stand- 
dards of vitrified paving brick of the 
United States Department of Com- 
merce. At the meeting of the com- 
mittee, held March 20, at Washington, 
D. C., one of the five remaining types 
and sizes of brick was eliminated, thus 
cutting down the officially recognized 
list to four in number. 


The recognized types and_ sizes 
follow: 
Depth Width Length 
(As usually laid) 
Plain wire-cut brick 
(Vertical Fiber 
Lugless) {3 x . +x 8} 
\ 33 x >, ees 8 
Wire-cut brick (Dunn) 4 < she 83 
Repressed lug brick. . 4 x 329 8} 
The variety eliminated by the com- 


mittee after a thorough study of the 
shipments for the entire industry for 
the year 1924 was the 3-in.x34-in.x84-in. 
(Dunn) wire cut-lug brick. This par- 
ticular variety had shown a consistent 
decline until it represented only 2 per 
cent of the total shipments in 1924. 

Of the total 1924 shipments, 82.1 
per cent were in the four types and 
sizes now recognized by the committee. 
The most marked growth of any spe- 
cial variety outside of the recognized 
list was that of the 24-in.x4-in.x83-in. 
vertical fiber (plain wire cut) brick. 
This size and type of brick increased 
from 2.2 per cent of total shipments in 
1922 to 4.4 per cent of shipments in 
1924. Reports from manufacturers in- 
dicated a decided trend toward a thinner 
brick for paving streets and highways 
of light or medium traffic. 


Record Trade Year for the 
United States 


American export trade, which has 
been steadily increasing since 1921, con- 
tinued its upward course in 1924 with 
a gain of 10.2 per cent over the pre- 
vious year. Last year the value of ex- 
ports. was $4,591,000,000. This is a 
figure even higher than that for 1921, 
a year in which the post-war values 
still influenced foreign trade figures. 
The increase over 1923 was $423,000,000. 

It is shown that in 1923 the value of 
exports was only 10 per cent greater 
than that of imports, but in 1924 ex- 
ports outdistanced imports by 27 per 
cent, the favorable balance of trade in 
1924 being $980,000,000, or more than 
2% times the 1923 balance. With an 
excess of imports of gold and silver of 
$222,000,000, our visible favorable bal- 
ance of trade, which includes both mer- 


chandise and gold and silver, was $758,- 
000,000. 

Seven countries—Great Britain, Can- 
ada, Germany, France, Japan, Cuba, 
and Italy—purchased nearly two-thirds 
of American exports in 1924, nearly 
$3,000,000,000 worth, according to an 
analysis of the world trade of the 
United States published by the Foreign 
Commerce Department of the Chamber 
of Commerce of the United States. 
These seven countries in recent years 
have invariably been found among the 
country’s ten leading customers, with 
the single exception of Germany from 
1915 through 1919. In 1924 35 coun- 
tries each purchased more than $10,- 
000,000 worth of American merchandise 
—96 per cent of all shipped abroad— 
the 80-odd markets in the rest of the 
world taking only 4 per cent of Amer- 
ica’s total exports. 

A few import records also were made 
in 1924. A greater amount of standard 
newsprint paper, 2,714,000,000 lb., at 
the highest value, $101,000,000, was 
imported in 1924 than in any other 
year. The quantity was about 4 per 
cent greater and the value 3 per cent 
higher than the previous record im- 
ports of 1923. 


Exhibit Space at A.E.R.A. 
to Be Assigned in July 


Requests for space at the exhibit to 
be held in connection with the American 
Electric Railway Association conven- 
tion in Atlantic City in October must 
be filed by June 30. Initial space 
assignments will be made early in July. 
Application forms for space are now 
being sent out. Whether or not intend- 
ing exhibitors receive applications, it 
is suggested that they communicate 
promptly with the Association. Else- 
where in this issue F. C. J. Dell, 
director of exhibits of the association, 
explains the arrangements at greater 
length. 


Rolling Stock 


Chicago, South Bend & Northern In- 
diana Railway, South Bend, Ind., is re- 
modeling two interurban cars, at South 
Bend, for use on the Goshen-South 
Bend division. The remodeling includes 
the removing of the present type of 
seats and the installation of chairs, the 
laying of a heavy carpet on the floor 
and the removing of the wood partition 
between the baggage compartment and 
the rest of the car and putting in glass 
so that a clear view of the track ahead 
may be had by passengers. A dome- 
lighting system will be used with indi- 
vidual lights at each seat. The ex- 
‘terior of the car will be painted orange, 
with black trimmings and crimson or 
dark red under the window sash. The 
eash and ticket register will be re- 
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moved, and the stove installed in the 
rear of the car. When completed, which 
will be in three weeks, the cars will be 
“put- in operation between South Bend 
and Goshen. 


Waterloo, Cedar Falls & North 


chased two additional Mack buses of the 
city type with seating capacity for 29. 


Trade Notes 


S. F. Fannon, industrial engineer 
with Sherman Service, Inc., New York, 
is planning to expand the scope of his 
industrial work by giving talks on 
worker co-operation to employees. The 
purpose of these talks will be to explain 
to employees the problems of their em- 
ployers. A pamphlet, lately published — 
by Sherman Service, describes the 
scope of these talks. For several years 
Mr. Fannon has been a popular speaker 
on industrial co-operation at meetings 
of various business organizations and — 
associations. He delivered an address 
“A New Conception of the Job” at the 
meeting of the New England Street 
Railway Club on Dee. 4, 1924. 4 

Beckwith-Chandler Company, New- 
ark, N. J., has appointed J. Alex Wilson > 
sales manager. Mr. Wilson was for- 
merly in charge of the pyroxylin devel- 
opment of the company, which manu-— 
factures paints and varnishes. 


New Advertising Literature 


Crouse-Hinds Company, Syracuse, 
N. Y., has issued folder No. 25 on elec- 
tric flashing beacons and electric traffic 
signals. r 


Walter A. Zelnicker Supply Compal 
St. Louis, Mo., dealers in rails and 
equipment, has issued bulletins Nos. 332, 
333 and 334, describing contractors’ . 
equipment. - 
General Electric Company, eC- 
tady, N. Y., has recently igen a 
résumé of the uses and value of auto- 
matic arc welding, together with 
description of the welding apparatus ai 
generating equipment used, in a bu 
letin bearing the number 48937.1 2 
entitled “Automatic Are Welding.’ 
It is a 20-page, paper-bound booklet. 4 
Rome Wire Company, Rome, N. Y. al 
has completed its magnet wire : 
book containing a complete set of tables” 
and information concerning ag 
wire, especially adapted for enginee 
use. 


Metal, Coal and Material Prices 
Metals—New York 25 


Copper, electrolytic, cents perlb......... 
Copper wire base, cents per Ib ae 
Lead, cents perlb...........---. 
Zine, centsperIb............... aes 
Tin, ‘Straits, cents perib..... . . 1c. ese 
Bituminous Coal f.o.b. Mines 
Smokeless mine run, f.o.b. vessel, Hampton 

Roads, gross tons... nse ee 
Somerset minerun, Boston, net tons..... - 
Pittsburgh mine run, Pittsburgh, net tons 
Franklin, Ill. , Screenings, Chicago, net tons 
Central, TL, screenings, Chicago, net tons 
Kansas screenings, Kansas City, net tons 


Materials 


a ee wire, N. Y., Nu. 14, per 
b. Lvs cinmas oe cen ee 
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for Safety 


While efforts put forth in the 


interest of safety on the highway 
have had the tendency to greatly 
reduce the number of accidents, 


there still remains the danger of 


unavoidable collisions and the 
possibility of serious injuries. 


Consequently, it is particularly 
important for public carriers to 
emphasize the necessity for care- 
fulness. First, however, 
logical that they set the proper 
example by placing in service a 
type of equipment sapskie of pro- 


it is 


Rl THE Ree BRILL COMPANY 


PHILADELPWNIA, PA. 


tecting human life in case of 


collisions or fire. 


Kuhlman Steel Coaches, both for 
intercity service as illustrated 
above and type “G” for city service, 
are constructed almost entirely of 
steel. In this way the necessity for 
maximum safety for public trans- 
portation vehicles is recognized. 


Before you decide upon your coach 
equipment let us furnish you with 
complete information on coach 
bodies which will not only attract 
your patrons but give them the 
assurance of safety. 


Awanean ee ed GS Kuan Can Co. a Waser ay Manco So 


at saute banal 
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Noiseless Substations 
—G-E Equipped 


West Adams, 1000 kw. (upper left) 
Melrose, 2000 kw. (above) 
Garvanza, 1000 kw. (left) 

West 54th St., 1000 kw. (not shown) 
Central Ave., 3000 kw. (being built) 


G-E AUTOMATIC SUBSTATIONS have enabled 1 
Los Angeles Railway to locate power delivery points 
restricted residential districts. They are solving this ¢ 
tribution problem because they could be totally enclo 
and made sound-proof—one advantage of automatic cont 
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